


Jour 7, 1876) 


THE RAILROAD GAZETTE. 


298 












































































































& re. 
seed 
— tible after the valve has run a trip or two. I narrow the top | connections, and by other lines; also the revenue allotted to 
- the face of the main valve so as to be considerably smaller than o ie7d and at bong a of business — ° oe 
‘ ; ) 
a the bottom face, thereby reducing the area exposed to pressure | debit and credit of each line ; and the reentage of the whole 
snth and friction. : revenue received by and allotted to each line. 
ax “When the ports are already equal in length to the diameter anne ny page S04, — the gross revenue received by and 
the | of the cylinder, I do not think it necessary to double the line of — Central LM ba | Png oe so ay Be = a 
“he FRIDAY, JULY 7, 1876. opening, as. perhaps an increase of one-half or two-thirds | each line for the year 1875. 
bons sas gahebeys would prove sufficient; consequently the top face and ports ae page a eye 7 page 306, pane ma 
- = "iol : : spectively the same information as the preceding two en 
Ln Ancona’s Slide Valve. through the main valve can be shortened to suit any desired for the period of time, commencing Nov. 15, 1875, and ending 
t 8. -<anane : “ length of line opening. In the construction of new cylinders, | March fi. 1876. 
aa In the Railroad Gazette of Nov. 14, 1874, illustrations and | say 14 x 22,1 would not make the steam-ports over 10 x 1%,}| The information contained in these tables is very important, 
rely descriptions were published of several kinds of slide valves, | exhaust 10 X 3 in., and then double the line by means of the oe ~— a, spoqness onieaee heap — of = hemes 
Mey constructed in such a way that the area of the opening for the | top plate with % in. openings through the main valve, thus agers i enabled ~ ot oo yom ye tegen te ‘a 
"a admission and, in some of them, of the exhaust, was doubled constructing the valve nearly square, and thus concentrate the | must incur by ruinous competition, and the net revenue whic 
rdi- by means of ports cast in the valves. The valves illustrated | frictional strain nearer the centre line of the valve stem, which oF hay 3 = eye 4 a a " os ay 
ald were Allen’s, Gleason’s, Wilson’s, Hudson’s improvement of Glea- | would be more desirable than to have the resistance on the is hoped suck information will lead to & more judicious 
r h son's and an improvement on Hudson's improvement, of which | bottom alone, as with the long common valve. —— the competitive business than has heretofore 
the writer thought he was the original inventor. From the | “The doubling of the opening for the first % in. of its travel | The following considerations will show what use may be 
not following letter and the engravings it will be seen that he was | must and does certainly give a better or nearer boiler pressure a penn age vee EP age ee as a 
rely antedated by Mr. Ancona. The surprising feature about it is, upon the piston when cutting off at 6 inches with the link, and | pach transportation ine a fair share of the oe ae 
— that an invention which seems to have so much merit should | consequently less wire drawing of the steam when opening | may be considered so by each. , 
ern have been in use for twelve years and yet be almost unknown. | and cutting off at high piston speed, and to obtain the same . It * “a that any one line cannot expect to movopolize 
ced Fig 1 represents a longitudinal section of the valve and | jine opening with the common or single-acting valve requires pe eniabal Gale momen eae cones & 
io steam chest. The main valve A is constructed with two | » greater area of valve face than the two combined faces of the by each of the competing lines, it is impossible Mr any one line 
out auxiliary steam-ports, aa’, and two similar exhaust ports, bb’. double-acting valve, and a freer, clearer and better exhaust | to detormine whether it has reason to be satisfied or should 
ge, On top of the valve a stationary saddle, B, is placed, with two | cannot be found. A. C. ANcoNA, mens Ly wr ny WF ay a al Ly Fa c,. 
‘ ; G i : : , ve “y respect it endeavor 
* openings, c d, in the under side. The andiie m made hes week Foreman Evansville and Crawfordsville Railroad Shops.” | yet ay much as it can, a in’ the ounenl strife in = ey all 
ffic steam-tight on the top of the valve A, and is held in its posi-| Eyansvinee, Ind.” engage for that purpose compensation for the work done 1s 
als tion by a T-headed bolt, C. : reduced to a point where the 
ad which is attached to the end of Lig. Zl a business is worthless to 
my the steam-chest. The mode in which the com- 
ed Fig. 2 represents the valve in petitive business between trans- 
i he pston where the wham 97 Y panes see 6 Ser 
ad port on the left-hand side is but must be referred to here to 
le opened for the admission of ZL 6 show how —_ reason and in- 
; ill b om that 4 telligence, honesty and fair- 
= steam. It will . ag <A WSN | ness is brought to bear upon 
~ the valve even 6 coum oF : = the management of so impor- 
nd ing, one, é@, direct into the NN = SEES SS = tant a property as that owned 
Lis steam-port, and another at ¢ by N | atk | by the transportation compa- 
: mnte } nies, 
. which the steam enters the | A number of competing lines 
id main port through the auxillia- agree upon certain rates to be 
ry porta, as indicated by the charged by each, and pledge 
_ Take themselves to strictly mai- 
: ; ‘ tain the same, There may be 
1€ tig ya the valve in the , 
ms Fig. 3 shows : some of the managers of there 
mn position where the right-hand lineswho honestly mean to car- 
o8 port is opened to the exhaust. ry —-* 7 ae — 
A It will be seen that in this case cole nave ever mph gy By 
~ too there is a double opening tention to break thom, and 
d for the escape of the exhaust merely for the purpose of tak- 
ic steam, the one at g direct into Sa of the more 
the exhaust cavity A, and the There are other reasons not 
of other through the auxilliary necessary to mention here 
exhaust ports b and f, as indi- which, under the present man- 
“ I , agement of the transportation 
“ cated by the arrows. YH YY business, make it almost im- 
t The advantage of this form YY: Wy “Wy Uy possible to carry out the agree- 
g of valve is, that at the short WY YL YM ment in regard to maintenance 
t ; ‘ of rates, even if all parties hon- 
. points of cut-off and at high estly intended to do so, 
r speeds, when the ports are Fé. 2 The fact that these agree- 
p opened only a short distance, Z Lg. —_ ? —— oe soneed 
4 ‘ tes out has been fully e+tablishec 
: say from 5-16 to ~a inch, the by past experience. The man- 
: area of the opening is doubled. Wty, B ZZ» agers have no longer confi- 
t Of the working of this valve, Y); Yy a C777 dence that they can ever be 
‘ we give the testimony of the Y Yy Yi carried out, and there seems to 
; : iiaite tat ta 7 A 6 d be a tacit understanding that 
| inventor in the following let- S N N XS SS agreements to restore and 


ter: 
To tHe Eprror or THE RaIL- = 


ROAD GAZETTE : S 
“IT see by your paper that N 
considerable interest is being 
taken in double-acting slide- Nia 
valves; and as you may be N 
anxious to gather such in 
formation as to what has 

been done in that line, I 4 Y 

may be permitted to drop you ZL 

a line on the subject. There- 

fore I send you herewith a 

tracing of a double-acting valve, that I designed some tweive 
years since, and which I applied to several of our engines, 
first about nine years ago on an engine 14X20 in. cylinders, 5 
ft. wheel, steam ports 11441 3-16, exhaust 3 in. wide, travel 









ANCONA’S DOUBLE-PORTED SLIDE VALVE. 


The Basis of a Railroad Combination and the Rea- 
sons for Maintaining One. 


On leaving the service of the Southern Railway and Steam- 





maintain rates, after a period 
—_ which low rates pre- 
vailed, are, in most cases, mere- 
ly made for the purpose of 
practicing deception upon each 
other, starting from a higher 
scale of rates in order to secure, 
for a short period at least, 
some remuneration for the 
werk performed, until the low 
rates are reached again in the 
natoral course of events. 

This mode of transacting 
business based upon deception 
and dishonesty bas been ele- 
vated into a business principle 
in the management of railroad 
property, and is pronounced by many experienced railroad 
managers and general freight agents as the only possible or 
=< mode upon which the competitive business can be con- 

ucted, 

It is hardly necessary here to remark that, if this be true, the 


g as Sitges ship Association, Mr. Albert Fink, the General Commissioner, | proprictors’ of the railroads need not expect 
of valve 5 inches. I used % in. outside lap and % in. inside submitted a report, which gave in 53 tables sofull an accountof|to derive much benefit from their roperty, es- 
= the amount of competitive trrffic and the earnings therefrom on | P¢ecially during times when the ransportation 


“ The engine performed well, still I was in favor at the time 
of adding a little more inside lap, as she appeared to let go the 
steam so suddenly and entirely as to allow sufficient time to 
intervene between exhausts to cause a slight recoil in the drait, 
but I refrained from doing so on account of compression. I 
have had the valve set and run successfully in passenger ser- 
vice for some time, (more as an experiment, however, to sce 
what could be done with so long a line of opening for steam), 
at an in. blind or late instead of lead in order to reduce 
compression and extend expansion. I have adhered, however, 
to the 44 in. inside lap and little or no lead at full strike. We 
also applied it to an old No:ris engine that we remodeled from 
& hook to a link motion, cylinder 1124, five-foot wheel, steam 
ports 8% in long, and which I had cut out to 1% in. wide; 
exhaust 15, in. in width. This engine has been running regu- 
larly in passenger service with the double valve now some 
seven years, and has performed remarkably well, as she han- 
dies daily the same trains opposite to engines with 14x20 and 
14X22 in. cylinders, and same wheel, 5 ft. 

“We have also another engine, 14X20 cylinders, running in 
Passenger service with the double valve for the past six years, 
giving good satisfaction. In two instances I suspended the 
top plate or valve, making it adjustable, but did not find suffi- 
cient advantage to justify the extra expense to balance the 


fame, as in practice the additional friction is scarcely percep- 





each line in the Association ‘at different points as to serve bet- 
ter than anything else could do as a basis for establishing dif- 
ferences in rates and awarding the legitimate proportion of 
business of each line, and with this was the following remark- 
able exposition of the evils resulting from unrestricted compe- 
| tition and the benefits to be expected from such a combina- 
tion as the Southern Railway and Steamship Association makes 


practicable: 

I herewith submit the report of character and amount of 
the competitive business, merchandise and cotton, transacted 
by the several pee lines forming this Association, 
during the year 1875. 

Table XLVI, page 286, shows the number of tons of each class 
of merchandise shipped from the Eastern seaboard cities tu the 
Southern cities named ; also the revenue derived therefrom. 

Table XLVII, page 287 to 290, shows the number of tons of 
zerchandise shipped from each of the Eastern seaboard cities 
© each of the Southern cities named, the route by which shipped, 
and the gross revenue derived therefrom by each line. 

Table XLVIII, pages 291 and 292, shows the number of bales 
of cotton shipped from each of the cities named, and destina- 

; also the gross revenue. 
vetable XLIX page 298 to 302, shows the number of bales of 
cotton ship from each city, the points to which, and the 
routes by which they were shipped ; also the gross revenue by 
ach line. 
1 Table L, page 303, shows the gross revenue from the com- 


facilities of the country are so far beyond its wants, as is at 
present the case. I believe, however, that it is sible to con- 
duct this business upon correct principles, and thercby save a 
large portion of the railroad property of the country from 
ruin, which seems inevitable under the present system of man- 
agement, 

The first step towards that end has been taken by the trans- 
portation companies forming this Association, in securing a 
correct knowledge of the amount and value of the business which 
forms the subject of contention between the members of the 
Association, 

It is shown in Table L., that during the year 1875, the grous 
revenue of the competitive business of the lines named in that 
table was, at the full rates agreed upon, $1,451,315.16. 

This amount of the competitive business may be considered 
as a fixed one; lower rates would not have increased it, pro- 
vided the agreed rates were reasonable, and this was no doubt 
the case—but if not, then it would be to the interest of all par- 
ties to agree upon rates under which the largest amount could 
be obtained. 

Estimating the losses which would have resulted to the 
stockholders under the usual system of management, we have 
first to consider the expenses of soliciting agencies, which, 
under that system, are unavoidable. They are hardly ever less 
than 10 per cent. of the gross earnings; see report of South 
Carolina Railroad for 1875: ‘‘ Foreign Agencies,” $26,384.45, 
and total through business, $234,861.25, or 11.23 per cent. 

In the next place the rebates paid secretly, while pretending 
to maintain full rates, may be estimated at from 10 to 20 

per cent., say an average of 15 per cent., making a total reduc- 
ion of 25 per cent. of the carnings, even under the supposition 








titive business (merchandise snd cotton) by the Central 
Railroad and connections, and by the Georgia Railroad and 


that the parties pretend to maintain full rates, 
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But this make-believe is hardly ever carried on for any length 
of time. From the very nature of the transaction, low rates are 
goon reached, not uently from 50 to 70 per cent. lower 
than the agreed rates. en this is done the payment of re- 
bates generally ceases, but the expenses of soliciting agents 
con 

Estimating the reduction of rates only at 50 per cent., and 
adding 10 per cent. for soliciting expenses, the loss of revenue 
during the period of low rates is 60 per cent., and during the 
whole period, forming a cycle in the history of railroad man- 
agement, that is between the time of making two agreements 
for the restoration of rates, the actual gross carnings will be as 
follows: During first period, 100—25=75 per cent.; during sec- 
fe potied, 100—60 Br, cent. and a omnes, a 
half of 115 per cent., or 57 rcent., or 4 per cent. less 
than the gross earnin would have been, the agreed rates 
been fully maintained, and the necessity of soliciting agencies 
avoided, This 42% per cent. is in many cases equal to the 
whole net earnings that could be derived from the competitive 
Saeapen showing that this portion of their business is really 
valueless. 


According to Table L., the Fares earnings at agreed rates of 
the lines named in that table during one year were $1,451,315.- 
16, consequently the total loss in net revenue would be $616,- 
808.94 (it mor be remembered that the loss in net earnings is 
equal to the reduction in gross), which loss is borne by the 
several companies proportionately to their gross earnings. The 
ross earnings reported here do not include the earnings of 
the lines which are not members of the Association, but work 
with the same under agreed rates, nor does it include the gross 
earnings to and from points where there is no direct compe- 
tition, Put the rates at which points (and consequently the 
revenue) are affected by the competitive rates. 
It is fair to estimate that the gross earnings from the com- 
= business (and consequently the estimated losses) un- 
_ Ay system of underbidding are 50 per cent. more than here 
8 lo 


The competitive business of the Southern transportation 
lines named in Table L forms only a very small proportion of 
the business which is transacted under the system of manage- 
ment to which I have referred, and which prevails more or less 
all over the country. 

An opinion may be formed of the immense losses which re- 
sult from it to the rietors of a lines through- 
out the whole country, and less surprise will be manifested, 
when we notice the general depreciation of railroad property, 
and the great number of railro:ds in the hands of receivers, 
unable to pay even interest on their mortgage debt. 

The estimate of the average loss of 421% per cent. on the com- 
petitive business is made on the basis fully explained above. I 
think the estimate is rather low, but those who are better in- 
formed can readily substitute their own figures in each par- 
ticular case. It will be readily conceded that in no cas» under 
that system is this average less that 30 per cent. of the revenue 
that would be received reed rates were strictly maintained. 

Now, bearing in mind that the sole object which each com- 

otitor has in view, in thus sacrificing so large a proportion of 
te net earnings, is to secure a reasonable pe rtion of 
the business, it follows that if that object could be attained 
while the agreed rates are fully maintained, a large increase in 
the net earnings of all the competing lines would be the result. 

Under agreements to maintain rates, even if they were hon- 
estly carried uut, a satisfactory distribution of the competitive 
business (except it weré by mere accident) cannot be expected. 

It is impossible to predetermine the proportion of busi- 
ness that each line would receive under an observance 
of equal rates. Some inferior lines might not receive 
any, others a very small, and again others a very 
large proportion — perhaps one or the other might 
receive it all. A distribution of the competitive business 
left to chance or to the natural or made advantages possess 
by the several competing lines, will always be found to be un- 
satisfactory to one or the other, and lead to a violation of the 
agreement and to low rates. 

ecannot expect an inferior line to maintain equal rates 
merely in obedience to an abstract principle, when it cannot 
secure any business. To overcome this difficulty it has been 
the prac among competing lines to agree upon certain 
lower rates to be charged by the inferior lines. But it is found 
difficult to agree upon such differences. They may not be 
made large enough to arias about the desired result, in which 
case the agreement will not be satisfactory to the inferior lines, 
or they may be made too great, in which case the stronger 
lines are not likely to adhere to them. In the absence 
of a knowledge of the exact amount of business re- 
ceived by each—and under such agreements accounts are 
never kept—the decision is left to the judgment of the 
interested parties, and the conclusion is soon arrived 
at by one or more, or all, that they do not receive as much 
as they want. Expensive wars, involving millions of dollars 
of revenue, are waged to determine the exact difference in 
rates to be observed by competing lines to bring about an in- 
definite result in the division of business. I say indefinite, 
because none of the parties know oxactly what portion of 
the business they could reasonably claim, much less do they 
know what they are actually receiving. In'this crude way, all 
varties ignorant of the essential facts bearing upon the subject, 
Important questions in the Epngement of the "ge railroac 
property of the ee oa | are to be determined by its managers. 
en we consider that the simple question at issue is to 
bring about a reasonable and fair distribution of the competi- 
tive business at renumerative rates, the only rational mode of 
solving this question that can be suggested is for the inter- 
ested gy to agree first definitely upon a division; to ascertain 
ely 


defini prope account-keeping, whether this division takes 
place u hi ‘ustment of rates agreed upon, and if not to re- 


adjust the rates from time to time, so as to insure the desired 
r . When this is done, all motive for strife and ruinous 
competition is removed. 

It will be asked: Is it possible or yee to agree upon 
a fair or proper division of business? We know that it is possi- 
ble to agree upon ra not only possible, but absolutel 
necessary, if the competitive business is to be conducted at a 
with advantage to the transportation companies. Instead 
of agreeing — the means to bring about a desired 
remake viz.: a fair division of business, it ought certain) 
to be as practicable to egree upon the result first anc 
then upon the means. This would not change the prin- 
ciple upon which competing lines now attempt to transact the 
competitive business, but merely the method, substituting a 
positive method for one which from its very nature cannot » 
expected to nea gone the end in view. 

The question of mak ng a fair and equitable distribution of 
business between competitive lines is not so difficult to deter- 
mine as it may a at first sight. It can be easily solved by 
applying to its solution the proper analysis of the facts that 
bear upon it. 

in mind that it is not the largest amount of ton- 
nage, but the largest amount of net revenue, that each com- 
petitor wants to secure, it can be art shown that even 
under the most unfair division that would likely be made, the 
net revenue of the competitor least favored in such a division 
would be o prom than under the distribution if it is left to 
a and subject to the usual process of underbidding and 
ri on. 

A few general prinateles, that will be acknowledged as cor- 
rest, Wa serve as @ guide for a fair division of business. 

ese are : 


First. No one of the competitors can claim to monopolize 
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the whole business, and no one can be excluded from some 
portion of it. 

Second. Lines of equal strength are entitled to receive an 
equal proportion. 

‘hird. Inferior lines—and as such are characterized those 
that could not receive equal proportions of business with 
other lines at equal rates—should be satisfied with a smaller 
proportion than the stronger lines, 

© illustrate the method in which these principles may be 
oractically applied, I will assume that at a certain place four 
fines are competing for the same business. If they are of equal 
strength, each would receive 25 per cent. Supposing, however, 
that two of the lines possessed greater advantages to such a 
degree that, at equal rates, they could secure nearly all of the 
business, but acknowledging the fact that the weaker lines 
must have a portion of it, Rey would be willing to allow at 
least 10 per cent. to each. This would leave 80 per cent. to be 
pees equally between the two stronger lines, or 40 per cent. 
to each, 

The most unreasonable demands that the inferior lines could 
make would be to share equally or claim 25 per cent. The 
difference in this case between the maximum demanded and 
the minimum conceded would be 15 per cent. of the business. 
Estimating the actual cost of transportation at 40 per cent., 
the net revenue involved in the contest would be 15 x 
60-100, or a sum equal to 9 per cent. of the gross revenue. 
I have shown that under the present system of management 
the losses in net revenue may be estimated at 424% 
per cent. of the gross revenue, but estimating the same 
only at 30 per cent. there would be a gain in net revenue 
to the stronger lines, even under a division that must be 
considered as unjust, of a sum equal to 21 per cent. of the 
gross revenue, 

The question, therefore, which of the two plans of operation 
is the best, cannot be of doubtful sclution. 

In the application of the method here explained to the vari- 
ous cases at they occur in practice, it will be found that the 
extreme reasonable claims of competitive lines will hardly ever 
overreach the limit of 15 per cent. of business, or a net revenue 
= to 9 per cent. of the gross revenue. It is, of course, not 
advocated that any one line should submit to injustice, nor is 
it expected that a fair division could be made in all cases by 
the interested parties themselves. But the division may be 
made by an impartial umpire. It would have to be palpably 
unjust and erroneous if it were to result in greater losses to 
any of the parties than are inevitable in case of open competi- 
tion. 

The objection that may be urged by some lines to the plan 
of agreeing upon or submitting to an equitable division of 
business by arbitration arises generally from the belief of its 
managers that they possess superior faculties or smartness in 
deceiving their competitors, and that thereby they may secure 
more than what might be consdered by impartial judges their 
fair proportion. 

A little reflection and consideration of the limits within 
which deception may possibly be practiced upon others 
will show that this theory is one of self-deception, and merely 
leads to decreased revenue, as compared with the results that 
may surely be obtained under the proposed plan. 

Under the most favorable circumstances, viz. : during the 
time that the parties who act upon this theory are believed to 
act honestly, while they are paying rebates and others do not, 
the cost of purchasing business can hardly be less than 15 per 
cent. of the gzoss revenue. 

The amount of business required to secure net earnings 
equal to 15 per cent. of the gross earnings (the operating 
sapense being 40 per cent.) woul be 25 per cent. Bringing 
into consideration also the soliciting expenses, which can be 
dispensed with under the proposed plan, the amount of 
additional business which must be secured to pay from its net 
revenue these expenses and the rebates—25 per cent.—would 
be 42 per cent. 

Now, it is not reasonable to suppose that any line could 
secure, especially when there are more than two, so large a 
properties over and above what would be considered its share 

y a fair division, without being suspected, discovered, and at 
last followed by the others. 

It is well known that the general instruct ons which are 
given to soliciting agents, to do as others are doing, or sup- 
posed to be doing, are carried out with great alacrity py these 
agents, as their importance an‘ occupation depends upon such 
contingencies, ° 

Under these instructions the management of the competitive 
business 1s practically turned over to these agents, and the 
proprietors of the roads, 0° its managers, lose all control over 
it, and become mere figure-heads, as far as this important 
branch of the business is concerned, upon which to a great de- 
gree the financial success depends. 

Under the management of the soliciting agents it is not long 
before unremunerative rates are reached, and estimating, as 
have done, the losses in net revenue incurred thereby to all 
competitors equal to from 30 to 4244 per cent. of gross revenue, 
that would have been received had rates been maintained, the 
amount of additional business required by any one line to 
make up these losses is from 50 to 70 per cent. 

It is self-evident that it is impossible to secure such a large 
increase over a fair proportion to any of the competing lines 
by the most skilled maneuvering, and by the greatest art in 
deception. 

It follows, therefore, no matter what view may be taken of 
the subject, that a fair and impartial division of business, b 
which the maintenance of remunerative rates is secured, will 
result to all competitors in the largest possible amount of net 
revenue. 

The sooner this fact is understood, the sooner will the 
present disgraceful management of the competitive busi- 
ness be abandoned, and the sooner will the proprietors of the 
railroads receive a just compensation for the use of their 
ae ae While the proposition which I have endeavored to 

emonstrate mathematically may appear to many self-evident, 
yet if it were not tor the hope that seems to linger in the 
minds of some railroad managers and genera) freight agents, 
that they could secure their employers advantages over com- 
=— and thereby increase their net earnings—a hope so il- 

usive—the competitive business would have been before now 
conducted upon more correct principles, and with better re- 
sults to all parties. 

Since the Association was formed the method of conductin 
the competitive business here recommended has been adoptec 
and successfully carried out at several of the competing points. 
Accurate accounts were kept of the business transacted by each 
line, and from time to time directions were given through this 
office to lines that fell short to lower their rates, and to others 
that exceeded their proportion to maintain full rates, or to in- 
crease the same until the proper division had taken place. 
Where these directions were observed, no difficulty has been 
experienced, and the fact has been fully demonstrated that tho 
plan is _— practicable. I regret to report that at some 
places all the lines did not obey the direction, in consequence 
of which the agreed division has not yet been brought about. 

In all cases where the competition is confined to one place, 
from which the shipments are made, and this is the case with 
the east-bound business, there can be no difficulty in carrying 
out the plan. But when shipments are made from a number 
of places directed to any one place, as is the case with the 
south-bound business, it is more difficult to secure the agreed 
division, by adjustment of rates, and it becomes then necessary 
to ascertain the net revenue that each line would have received 
had the proper division taken place, and guarantee to each 
line that revenue by the payment of the hace that may 









arise, incash. This plan was adopted in March last in 
to the a = brine, ool should be adopted in at 
cases where a proper division in kind may not be practi 
——— on dasttable, . toate, 
e Clearing House is now fully organized, and 
can be rendered and balances settled onthe 15th of can sali 
for the business of the preceding month. I res ctfully re. 
commend this plan for general adoption by all the roads of 
the Association, and those that are working with them, as the 
only one under which the property represented in the Associa. 
tion can be made to yield the largest profit. Iam satisfied 
from past experience that under no other plan can remunerg- 
tive rates be maintained. 

In the division of business, as well as in all other transactions 
relating to the competitive business, a number of ques- 
tions come - that have to be carefully considered and impar- 
tially decided. The reports published for the year 1875, show- 
ing the amount and value of the transportation ‘business at 
each place, will now greatly aid in making an equitable divi- 
sion. The organization of this Association furnishes the 
means by, and prescribes the method in which all questions of 
conflict, no matter what may be their nature, can be justly and 
equitably decided ; surely ina much more satisfactory manner 
than this could possibly be done by the usual mode of warfare 
and the consequent reduction of the revenue to all parties, It 
the members of the Association will sustain its authority, com- 
ply with its rules, and adopt the plan of dividing the competi- 
tive business as here proposed and carry it out in good faith 
they will secure, without a doubt, the largest possible net 
revenue to each company. 

Objections have been made to the system of operations here 
recommended. It is said that the co-operation of competing 
transportation lines and consolidation of their interests ig 
against public policy. Whether this be so or not, depends al- 
together upon the object and result of such co-operation. If 
it resulted in unreasonable tranportation charges and extor- 
tion, such combination should, indeed, not be tolerated ; but 
if their object be to secure to the railroad companies reason- 
able compensation for their services, and to the 
— reasonable and permanent rates of transportation 

hen such combinations cannot be considered against public 
interest. 

It can be readily shown that the great evils of the transporta- 
tion business arise chiefly from the strife and warfare between 
the ee companies. This strife and warfare—gen- 
erally called competition—possesses none of the legitimate 
elements of competition, but simply results from the want of 
pape management of an extremely intricate and complicated 
susiness, Or from direct and gross mismanagement. 

When railroad managers of competing lines establish certain 
competitive rates, and agree to maintain them, all the legiti- 
mate elements of competition are previously considered, and 
have had their full influence upon the tariff. 

The cheap rates of water transportation exert their influence 
in reducing the rai] rates from the Northern Lakes southward 
from the Gulf of Mexico northward, from the Atlantic Seaboar 
westward and the Mississippi River eastward, until it is felt at 
the most interior points within the territory embraced between 
these waters. 

The rivalry between commercial communities, each served by 
f — system of railroads, exert their influence upon the 
tariffs. The railroads whose interests are identical with the 
localities upon which they depend for business must adjust 
their rates so as to secure for them the full advantage of their 
position. 

Enlightened self-interest requirer that the tariffs shall be so 
regulated as to obtain, under their operations, the largest pos- 
sible amount of business and revenue. All these elements en- 
ter necessarily into the formation of the tariffs. When they are 
once established, according to correct principles, and pledges 
are given to maintain them, the reductions which are subse- 
quently made, through the desire of each competitor to obtain 
the largest share of the business, by a process of under-bid- 
ding, openly or secretly, and by the payment of rebates, r 
other means of deception, are not the result of legitimate com- 
petition. They are generally made in violation of the laws 
that should govern common carriers, and regardless of the cost 
of the service—they depend upon the degree of good or bad 
faith that may be practiced by the competitors. They result 
in favoritism, unjust discriminations, unreasonably low com- 
petitive rates, unreasonably high local rates, constant fluctua- 
tion in rates, and consequent changes in the value of articles 
of commerce, and cause disturbance of all commercial rela- 
tions. 

In addition to these evils under which the public suffers, the 
proprietors of the roads are deprived of their just compensa- 
tion for servives rendered. Reilroad property, in which xo 
much capital is invested by the people of this country, depre- 
ciates, or its value is entirely destroyed, and this again re- 
acts injuriously upon other industries, upon the credit, and 
upon the general prosperity of the country. 

Can it be against public policy to adopt the only practical 
means by which these evils can be remedied ? 

To establish, regulate, and maintain, with some degree of 
| peony the transportation tariff of this country, with its 70,- 
00 miles of railroads, and its many navigable rivers, is not 
problem that can be solved satisfactorily in the interest of the 
people, and in the interests of the proprietors of the roads, by 
the disjointed and separate action of the individual carriers 
and by strife and warfare with each other. Combination and 
organization is absolutely necessary. 

t is the object of this Association to secure intelligent co- 
operation anu to remedy the great defects in the present sy8- 
tem of management. 

In severing my connection with the Association after the first 
six months of its existence, I beg to express the hope that it 
will be maintained and perfected under the wise management 
of its members. 

All of which is respectfully submitted. — 

ALBERT Fink, General Commissioner. 





MASTER CAR BUILDERS’ ASSOCIATION. 


Tenth Annual Convention. 


(Continued from page 275.] 

We have already published the reports made to the Associa- 
tion by its various committees and now give a report of the 
proceedings of the Convention. 

The Convention met at the Grand Central Hotel, New York, 
June 14; there were 46 members present at roll-call. 

The President, Mr. LeEanper Garey, New York Central & 
Hudson River, then delivered his annual address, which was 
well received. 

The report of the Committee on Brakes was then read. 

Mr. C. A. SmrrH stated that the report was hurriedly pre- 
pared, Mr. Ramsey, Chairman of the committee, having failed 
to attend or send a report. 

Mr. Davenport, Erie Car Works, asked if any one present 
had used a train brake on freight trains. . 

Mr. Forp, Pittsburgh, Cincinnati & St. Louis, asked if ant 
one had had experience with the Loughridge brake. They ® 
knew about the Westinghouse. The Baltimore & Ohio us the 
eee and, he believed, liked it very well. It was cer- 
tainly very simple, having no separate engine to compress the 
air. 

Mr. Smiru, ofthe Empire Vacuum Brake Company, bei 
called on, said in response, that in regard to the apptication - 
the latter brake to freight cars, he had not tried it. 
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o 
It was used on several passengers roads with success. It was 
in use on the New York Elevated Railroad. It was a simple 
jron cylinder which was exhausted from the centre by an ejector 
on the engine. He had no doubt that it could be applied to 
freight cars to advantage. Its cost was very little. He was 
red to attach it to any car for $100. The economy of the 

e is in its simplicity. There are no valves or gear of any 
kind to keep in order, and no extra leverage. There is no 
other cost but simply the cylinder, the connections and the 

pes. The advantage over the Smith brake is that there is no 
rubber cylinder to wear out. It is simply a wooden piston 
with rubber packing and a st aight cy'inder. ‘ 

Mr. CHAMBERLAIN, Boston & Albany, thought that the brake 
manufacturers were standing in their own light. If they 
would re uce prices to somewhere near the cost of the brake, 
they an be used on freight cars and the market largely in- 
creased. 

Mr. Forp asked what the general opinion was as to train 
brakes on freight trains. Cars were scattered so widely that 
it would be of little use for one road to adopt them unless it 
was generally done. He agreed with the last speaker that 
prices were too high. 

Mr. CHAMBERLAIN said that he did not think there was much 
prospect of the introduction of train brakes on freight trains 
Let they could persuade their managers to adopt a 
standard draw-bar. That was the first thing. 

Mr. Davenport, Erie Car Works, said that he was told that 
there was a brake in existence that worked successfully; was 
cheap in construction and could be applied to a freight car in a 
few hours. Now if its owners were to agree to allow the equip- 
ment of the New York Central, for instance, for a profit of only 
$5 per car, that would be nearly $65,000 in all. It would not 
take long to get up machinery to make up these brakes and 
apply them at a very small cost. The saving in cost of repairs 
would be very great, to say nothing of the prevention of acci- 
dents. Then they might consider the brakemen; the top of a 
freight car was a very bad place in bad weather. 

Mr. CHAMBERLAIN said the New York Central would be the 
worst beat road in the country if it introduced a power brake, 
unless it were generally adopted. They had cars from all over 
the ceny passing over the road, and would have no end of 
trouble. 

Mr. Apams, Boston & Albany, said the great difficulty was in 
the wide scattering of cars. There must be more uniformity 
in cars before anything could be done in this direction. No 
brake could be adopted unless there was a general agreement. 
Acar would be gone from home six or eight months, and what 
condition would the brake be in when it got back? There must 
be an agreement in the matter. 

Mr. C. A. Smrrx said that the Westinghouse brake was uni- 
form everywhere, and a passenger car fitted with it could A} 
upon any road where it was used. This same uniformity could 
be secured on freight cars, and more easily now than upon pas- 
senger cars when it was first introduced. 

r. VARNEY, Fitchburg Railroad, said that passenger trains 
were made to conform to the brakes, but — cars were a 
very different matter. Many companies thought the Westing- 
house brake too expensive. It would be very difficult to secure 
the adoption of any one thing. 

Mr. Apams, in answer to a question, said the thing was im- 
possible without a yeneral agreement. 

Mr. Forp thought it could be brought about on the main 
lines. It would take time, of course. A road having its cars 
equipped with train brakes could give orders to have those 
cars _ together in making up a train, and the brake could 
then be used effectively. 

Mr. Davis, Boston & Lowell, said that the first thing, after 
all, was to adopt a standard, uniform draw-bar, then a uniform 
brake could be adopted. In many cases ———- which pre- 
ferred the vacuum brake had had to adopt the Westinghouse 
because connecting lines used it. To make up a long freight 

train so as to bring the cars with train brakes together would 
take much time and could not always be done. 

Mr. Davenport thought that on a through line there would 
be no trouble about making up trains. It would take time to 
introduce this thing, but it could be done, and without refer- 
ence to the draw-bars. He was informed that with — ma- 
chinery and allowing $5 per car royalty the brake he had re- 
ferred to could be put on for $25 percar. The saving in re- 

airs would be very great. It was of more importance on 
reight than on —— cars, for the number of cars was so 
much greater. They should take a stand on this matter and 
managers would then be brought to look into it. 

Mr, CHAMBERLAIN said that it was not the first cost, but the 
repairs. The draw-bars would make a very great difference in 
the connections of the b ake. 

Mr. Apams asked if the brake referred to had ever been prac- 
tically used. 

Mr. Davenport said he did not know that it had ever been 
used on freight cars. He was not advocating that particular 
brake alone, but the general application to freight cars. Of 
course the coupling was made so that it would pull apart with- 
out breaking if the train broke in two. He was told that the 
brake he spoke of was running successfully to-day. He was 
figuring on the iron and the cost of the work. 

Mr. Otmstgap, New York Central & Hudson River, said they 
had no trouble with the biakes on their passenger cars, some 
of them having Miller platforms and some not. 

Mr. Apams svid it might work on the thr: ugh lines where 
trains were not broken, but on distributing lines where a car 
was dropped here and another there, there would be trouble. 

Mr. Davenport asked if one road adopted it, whether others 
would not take it up. 
_ Mr. Apams admitted that there would be a great saving in 
it, but it could not be adopted without a general agreement 
among managers and the adoption of a uniform draw-bar. 

Mr. ©. A. Smrra said that if they waited for a general agree- 
ment they would wait till the next Centennial. A beginning 
must be made somewhere. The saving in prevention of acci- 
dents would more than pay for repairs of brakes. 

Mr. Forp thought there would be no trouble about brakes 
with draw bars just as they were now. 

Mr. Apams said it could be done, but it would be of little use 
unless there was a uniformity. 

Mr. Hinprup, Harrisburg Car Works, said it was a very de- 
firable thing. They ought to recommend it and thereby draw 
the attention of managers to it. That was the first step. 

The Presmpent thought that there was a general desire at 

least to call attention to the matter, to invite discussion 
upon it generally. 

- Davenporr then offered the following resolution, which 

Was adopted : 

kesolved, That it is the sense of this Convention that a train- 

brake for treight trains is practicable, is exceedingly desirable. 

Would save large amounts in cost of repairs of car bodies an 

destruction of car wheels, could be applied at a moderate cost, 

and we recommend such united action on the part of the 

Managers of our respective roads as will s ily cause ite 

adoption. 

The debate was then closed. 

Vang Treasurer’s report was then presented and was as fol- 


The Master Car Builders’ Association in account with A. Steinbach, 









CREDIT. and fitted to secure it. Bolis were driven through both sticks 

By balance on hand............... bes evseede cose so++ $42 48 on each side of the tie, 6 in. from it, as shown in the cut. 
Se I ereenerennncenneee SRE The strain was then applied to the tie in the direction of the 
« gale of annual reports, etc..........seseeeccseeees 7 00 arrow, and was resisted on the wall timbers at points 15 in. on 
——— 444 48! cach side of the tie. The form of the dovetail was modified 
Due Treasurer ..... babbe veddubeneckacad cobb heres sesees $111 42 | for different experiments as shown in the table, where the frac- 


The report of the Committee on Lighting, Heating and Ven- | tions refer to the portion of the width cut out at the neck of 
tilation of Cars was then read. It has already been published. | the dovetail; 8 for the single, D for the double form. 

Mr. CHAMBERLAIN presented a communication from Mr. Dan- 

ie] 8. Darling, of Brooklyn, N. Y., accompanied with a model = 
































showing a planof car ventilation, to which the attention of 9 a D 
the committee had been called. No. * S Ft ae REMARKS, 
Mr. Daruina, being invited to explain his plan, said that all Eo PE 
plans of ventilation hitherto pro were merely negative ” 
and void of any principle of na’ science. His plan was a 7 — 
positive and could be mathematically demonstrated to be cor-| | “ws 3% “ Walls eplit out 
rect. To ensure perfect ventilation four things were neces-| 4°"""""| (* 5 4 ry "= ia ~~ a 
sary: suitable means must be provided to let in fresh air and | 3 KS 4 5K split out. : 
to let out foul air ; the fresh air inlet must be propcrtioned to] 4° us 4 | 8% yi 
the supply needed and to the of the car ; the force of the | 5. 1-38 5 | 6 “ “ 
air entering must be subdued and the air equally and gouty 6 1-38 5 | 6 “ 
distributed, and the outlet must be so arranged as to withdraw | 7..-... 1.38 4% | 6% - ” 
the foul air without creating draughts or violent disturbance | 8------ 1-3 8 ex He Baer « be 
of the air. He then proceeded to explain how he secured these . teteee = 4 He} Sic [Dovetell tesahe 
‘ bjects by means of an air-chamber in front of the car and out- | ),°"""** % D 6 6% | Walls split out. 
lets at the other end, the entire body of air being changed in | 79'""""'|  j°¢ p 5 : ie eb 
three minutes. Teena 16D 5% 64 “ow 6 
Mr. H. A. Gouas, of New York, also presented a model illus- | 14......] 1-6 D 5% | on “break, 
trating his method of car ventilation, and sy og some | 15......] 16D 5% 6 o “ 
improvements made since the last year’s meeting, but which | 16.....) 16D | 5% 63g | Walle split out. 
cannot be clearly understood without an inspection of the | !7------ 1-6 D | 6 6%4 Oa Ba 
model. . ate 18......] 16D 4% 5% (Shears tie and splits wall. 
In accordance with a rule providing that half an hour of | heh > 
each session shall be devoted to discussing questions, the }49 | 1.¢p 4% 6% [Shears tie and splits wall, 
Cuarr presnted the following : teens each. 
What is the average annual depreciation in the value of a box | 20...... 16D 534 6% =| Walls opm oat. 
ear? é point. 
Mr. Kray, Lake Shore & Michigan Southern, suggested 5 | 21...... 1-6 D he 5% | ” soi on 
r cent. . ow 
“3 Apams, Boston & Albany, said it depended largely upon | 2?------ 16D 5 hq 5% | is es 
how the cars were built. He had seen cars that would depre- | 45 14D “ 6% Ee — 
ciate over 10 per cent., and others not more than 5. As to the | ~*"*"** " 2 ware am tamiae Gell 6 
pe | ware on e fall of wall. 
basis of settlement for cars destroyed, he thought it should be | a%......| 1-6p 5% 6% | Walls split out. 
the actual value of the car at the time. 3’ wane on inside fall of wall. 
Mr. SUTHERLAND said that it depended upon how the cars | 25......) 16D 6% | 7% |Walls split out. 
were kept up. For the first few years the car will not depre- am i P | ms fBegetees He, Pine wall, 
— as it will afterwards; there should bea sort of slid- tee | s In 1. 
The Presmpent thought that none of them would have to bs | 6 bray aa ee 
hestitate long as to the value of a car when they were making 5% 6% (Dovetail sbears off. 
out a bill for a foreign road; he hoped there would be a free [Checked in gain. 
expression of opinion, as there were some points about it not 5 6% Dovetail Araws. 
well understood. jolts 1 from tie. 
“os thought 5 per cent. was enough, if they made | 30 54g 6%{  |Dovetail shears. 
the depreciation 10 per cent., and added 5 per cent. for repairs | $3-- a O¥e {Wem ages ont. 
. 2 4 
ne. oo « 
3 C. E. Garry, New York & Harlem, said that a car might _ “| 5a D 6 6% ve 
run several years with no material depreciation. Repairs were | "*"*** 6 o 0 _ (Baenet & ak, 
ut upon it and it was just as r service as when first] 95... % 8 Walls split out. 
uilt. If they kept a record of the times a car had been re- | 5% 6% = |Planed back. 
paired, that would be be that — necessary to determine its | 36...... ' 48 5% 6%, 'Walls split out. 
lue if it was destroyed at anv time. er \ 94.875 
“*Mr. ADams asked if a car had cost $500 at first and had had} Mes” of < 8=4.070. 
$600 worth of repairs put on it, should it be valued at $1,100. “ «612 S—5.260. 
The PRESIDENT said, not at all. “ — loose necks 1-6 D=25.833. 
Mr. Apams said that in cases of accident, where they could “ planed backs 4 S=6 625. 
see the car, they could determine ita value easily. A car, how- “4 D= 6.250. 
ever, would be destroyed 1,000 miles away, the matter must be a 1-6 —— 
settled by correspondence and they had to go by the age of the eS cae oe —— = 
car. They had never had any serious trouble in settling in « «belie ; aon from tie 1-6 D—6.500. 
that wav. There was a certain class of cars that seemed to get 








no repairs and to be generally neglected. They never had an : 
owner unless they happened to be destroyed and thenaclaim | The following results are evident from an inspection of the 
was put in queiy aa-- He one ta graduated scale | means taken from the table: That the strongest form of single 
= oy ey = ong hed hed Yr: ‘lately where some cars | dovetail is 4 8; that the strongest form of double dovetail is 
were ‘destroyed on a foreign road. He had explained his sys- | 1-6 D; that the double is stronger than the single form ; that 
tem and they ge much 4 aenees with it. = ey v & 1-6 D loses less from looseness at the point than at the neck ; 
tem; they had a car-re who kept a ae - : . 
jot ay § pl of tery of allcars. He het | been settling for that it is stronger for being tightly fitted; that the position of 
several years on the basis of 5 per cent. annual depreciation. | the bolts does not materially affect the strength ; that smooth- 
If the body of a car was not destroyed, he put new trucks un- | ing the back of a single dovetail increases its strength. 
der it and it was just the —— as 6 with y = ©. P. Girsert, Assistant Engincer in Charge. 
a ee ne ade tt one difficult | Saxp Bracn, June 26, 1876. 
matter to settle defini‘ely, but he thought 5 per cent. allow- Experiments with Dove-tailed Joints of Different Forms. 
ance for the annua) depreciation was about as fair as they ————————— 
could make it as a rule; it would average about right. 





The Central Pacific and the Lightning Train. 


, 21. 42 To THe Eprror or THE RAILROAD GAZETTE : 
Sontributions. In connection with the remarkable passage of this train 


“Toe: at across the Continent, the run and time made by this company, 
Tee Oe ~.S a under the conditions that existed, stand without parallel in 
the annals of train running and locomotive engineering. The 
track of this road is in fair condition, but the curvatures and 
Harbor of Refuge on Lake Huron at Sand Beaeh, Mich., to de- | gradients are so interspersed throughout its length as to pre- 
termine the relative holding power of different forms of dove-| oinde the possibility of maintaining a uniform rate of speed 
tails used in locking timber walls together by means of timber | for pnt short distances ata time. The engine used was built 
at Schenectady, in 1866, has 5-ft. wheels and cylinders 16x24, 
and is fitted with the Stevens’ balanced valve. It had been in 
constant use for 18 months on the Overland Express, between 
Wadsworth and Winnemucca, running 136 miles daily. With- 
out any other preparation than newly-packed boxes, and with 
the ordinary lubricating arrangements, it took the train from 
Ogden to San Francisco, a distance of 883 miles, in the actual 
running time of 21 hours 30 minutes. In excess of this time, 
there were used 2 hours 16 minutes in coaling, taking water, 
repairing train brakes, and by taking in at different points 
two Central Pacific coaches with good brakes to enable the 
train to be properly kept under control upon descending grades. 
The brakes of the through cars had, from the constant and 
severe strain they were subject to, become nearly useless. In- 
cluded in the above detention was 14 minutes taken to cool a 
hot tender journal, this being the only part of the locomotive 
that in any manner caused trouble from heating or wear. The 
train left Ogden at 9:44 a. m. June 2, and arrived at San Fran- 
cisco at 9:30 a. m. on the second day, passing over in its jour-, 
ney 1,150 curves, whose total curvature is in excess of 125 com- 
ties. The apparatus used consisted of a pair of 7-ton hydraulic | plete circles,14,800 ft. ascending and 10,700 ft. descending grades 
jacks and a 10-ton Duckham hydraulic weighing machine, with | of from 16 to 117 ft. to the mile, attaining at Summit Station 
suitable frame and connections. It was found by trial that | an altitude of 7,017 ft., from which point there is a continual 
6-in. square timber would be the largest scale on which it | descent in 104 miles of 6,977 ft., 35 miles being in the snow 
would be practicable to work with the apparatus at hand. sheds. The engine was under the charge of and run by 

All the tests were made upon undressed white pine timber of | engineer Henry 8. Small, of the pay-car engine, who with but 
that size. The dovetails were framed upon pieces 2 in. long, | one short rest for food remained at the throttle during the 
the dovetail the full depth of the stick. This short tie was se-| trip. He was assisted in the care of the engine by Messrs. 





To THe Eprron oF THE RAILROAD GAZETTE: 
The following experiments were made at the United States 











Treasurer: 
DEBIT. 

Paid for room for annual meeting, 1875.........--seceeceeees $50 00 
. — Teporting proceedings ..... - 115 00 
, _ Printing annual report .......... ++ 248 60 

“ circulars, stamps, stationery, etc. 82 26 
$555 90 


cured between two pieces, each 6 in. long, in gains halved out» | Ben Smith, Road Foreman of Locomotives, and Jas. Wright, 
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the regular engineer of the 149. In reward of Mr. Small’s 
skil) and endurance Messrs, Jarrett & Palmer have presented 
him their elegant diamond studded gold medal prepared in 
New York previous to starting, to be given to the engineer 
who should, all things con-idered, make the best time with 
their train. The passengers by the train will present Mr. 8. 
with a costly watch and chain. 

The amount of coal consumed was 37,350 lbs., and of water, 
20,000 gallons. ° 

Upon arrival of the train at Oakland wharf the engine 
showed no symptoms of any unusual or severe strain, and was 
returned at once to its duty without any repairs or work being 
done io it. 

Surely the Central Pacific and H. 8. Small have achieved the 
greatest feat in train exploits that the word has ever known. 


W. H. 8. 
SacRAMENTO, Cal., June 16, 


Bessemer Steel “Liberty Pole.” 
To Tue Eprror or THE RAILROAD GAZETTE : 

In the middle of Superior street, on the west side of the Pub- 
lic Square, in Cleveland, Ohio, stood for many years a hand- 
some mast or “liberty pole.’ Some months ago this mast, 
weakened by decay, gave way before a heavy squall, and was 
destroyed. As the “Centennial Fourth,” and the appropriate 
celebration thereof, came to be the prominent topics of the 
Aay, the erection of a new pole became, obviously, a necessity. 
The City Solicitor objected to the obstruction of the principal 
business street of the city that would be caused by setting the 
new mast in the place occupied formerly by the old one; and 
the attention of the people of the city having been drawn to 
the matter by the slight controversy thus brought about, an 
interest in the subject was created that 
would hardly have’ been felt. The Solicitor 
was “sound,” so every one said, finally; and 
every one also said: “ While we are about it let’s have the 
handsomest pole ‘in the United States.’” Somebody (who 
was it?) suggested that the pole be of steel! The idea was a 
good one. So the Cleveland Rolling-Mill Company gave the 
steel plates, made at their great mills at Newburgh, in the 
Eighteenth Ward of Cleveland; and the Variety Iron Works 
gave a handsomely ornamented and massive collar of cast iron 
to surround the pole at the surface of the ground. Rumor has 
it that all the work expended on the pole has been contributed, 
but your correspondent is not informed as to the details. A 
spot in the square, on the corner of Superior and Ontario 
streets, close by the Perry Monument, was selected as the site 
for the mast. A pit ten feet deep was sunk just inside the 
curb. An immense slab of stone, weighing about five tons, 
was laid in the pit, and in the stone a step for the mast was 
formed. 

Then the pole of steel, of a total length of 110 feet, formed of 
flush-jointed cylinders, and a topmast of wood sixty feet in 
length, having been prepared, mighty shears were (under the 
supervising eyes of the entire community) hoisted into position , 
and (also under the anxious and critical eye of the “ assisting’ 
public) the pole was, on the 1st of July, successfully “raised.” 
From the spindle fixed in the tip of the topmast stretch forth 
the traditional four arms, point ng respectively to the North, 
South, East and West, and bearing each its great golden letter, 
N., 8, E. and W., and above all glitters a golden globe, symbol 
of perfection. While I write, two brass pieces of the Cleveland 
Artillery Company’s battery are incensing the gallant mast 
with clouds of pungent smoke, as they deliver a spanking salute 
to the handsomest liberty-pole in the land. Another similar 
salute will be fired July 4, 1976. J. M. G. 


otherwise 





Locomotive Improvement. 
To THe Eprror oF THE RAILROAD GAZETTE : 

Referring to your last issue, I see a letter from your corre- 
spondent “ E.” which seems to be distrustful of both the abili- 
ty and the inclination of locomotive men to consider the possi- 
bility of improvement in their department. 

Your own remark in another column, though on another 
subject, is quite to the point here, that “the business is be- 
coming so complicated, requiring such varied and far-reaching 
knowledge,” ete. 4pplying this to the whole subject of loco- 
motive design and managoment, as it justly may be applied, 
one inference is certainly obvious, and that is that he who 
approaches the task of locomotive improvement should do so 
with a knowledge, minute and complete to the last degree, of 
the art as it now exists. He should take into consideration the 
exact conditions that may exist after four or five years’ 
use of any proposed improvement: what it will cost 
to maintain it during the full time of its life, and what will be 
lost, if anything, in the time spent by the locomotive in lying 
by for repairs to the supposed improvement. 

For myself, it is a little difficult to imagine a machine which 
must be so complex as a locomotive and yet which is actually 
so severely simple in its detail of construction as one of our 
best modern engines. That itis perfect in construction I do 


_ not urge, nor would I insist that it is as refined or as econom- 


ical in its operation as some day we may see it. 

I believe, however, that no improvement of any kind in the 
locomotive will get a permanent foothold in a standard design 
that involves in any particular a degree of complexity greater 


than that which past experience has shown to be admissible,. 


or in other words, than is now found in our best engines. 

It may be insisted that the more perfect utilization of the 
heat developed is one of the directions in which improvement 
lies, and perhaps that this need not cause any complication of 
parts. In this connection, however, let me assure your friend 
“KE.” that there are many men who have given exceedingly 
careful thought to such possibilities of improvement, but who 
have found, on reducing their thoughts to the exact condition 
of detail drawings, that the improvement, so perfect mentally, 
has refused most stubbornly to come within the limits that the 
rigid requirements of practice have defined, 
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I cann t assume that “E.” is one of those whose anticipations 
of improvement have been thus thwarted, but feel confident 
that he will agree with me that these general considerations 
are true. P. BaRnNes. 





Record of a Fast Run in 1871. 


Szpaxia, Mo., June 17, 1876. 
To THe Epiror or THE RALROAD GAZETTE: 

Recent publ :cation of fast time records on various roads has 
called to mind a run made some years ago on the Chicago & 
Northwestern Railway, a notice of which, together with a full- 
page illustration of a “sister” engine, I find in London Engi- 
neering of Nov. 20, 1868, and send you herewith. The run was 
made by Engineer Thomas King, then a veteran in the service, 
with engine “ Bartholomew,” one directors’ car and commis- 
sary baggage car between Janesville, Wis., and Chicago, a dis- 
tance of 91 miles, in 95 minutes. One stop for water was 
made, reducing the actual running time to 90 minutes. 

The Bartholomew was built by the Chicago & Northwestern 
Railway in 1863, and is one of a class designed by the then 
Locomotive Superintendent, Mr. G. W. Cushing. Her dimen- 
sions were, 16X22 in. cylinders, 66-in. drivers ; steam ports, 
144X144, in.; exhaust, 244X144 in.; valve travel, full gear, 5 
inches. VERITAS. 








Discussion of Experiments with Indicators. 


To THE Eprror oF THE RAILROAD GAZETTE: 

You have more than once noted the importance of the use 
of the indicator, at regular intervals, to determine whether the 
steam consumed in the locomotive cylinder is distributed with 
the best possible advantage. 

I dare say that there are many indicators thus constantly in 
use, though I do not happen to know personally of it ; but I 
should think the comparison of results thus obtained might 
form a useful and quite interesting subject for discussion at 
some one of the conventions of the master mechanics. 

There are some of us who are more or less occupied with 
such things, and to whom the experience acquired in the use 
of steam in locomotives is not readily accessible, except 
through some such channel. STATIONARY. 


Exhibition of the Interior Construction of Locomo- 
tives. 


To THe Eprror or THe RamRroap GAZETTE: 

Let me ask through you that the exhibitors of the locomo- 
tives in the Philadelphia Exhibition will take apart and thus 
exhibit, for a time at least, the interior of one of the steam 
chests, pistons and one of the connecting or parallel-rod ends 
of their engines. In some of the hidden details that would be 
thus shown, there are feature: of novelty and interest to many 
visitors, and it could not be difficult to attach the smaller parts 
to a board in such a way as to secure them perfectly from loss, 
and to show at the same time the exact way in which they are 
to be put together. New York. 





The Question of the Purchase of the Railroads by the 
German Empire Discussed in the Prussian Parliament. 


On the 26th and 27th of April last, the proposal made by the 
Prussian ministry to transfer to the Imperial Government the 
railroads belonging to that State, and wth them Prussia’s au- 
thority to regulate the private railroads, was discussed in the 
Prussian House of Delegates. A summary of the discussion 
(which was to be continued the following week) we find in the 
Journal of the German Railroad Union of May 1, which we 
translate as follows : 


The gr: at economical question of the transfer of the Prussian 
State railroads to the German Empire was discussed two entire 
days last week in the Prussian House of Delegates. In Prus- 
sia, and in the whole Empire, this affair was looked upon 
with the liveliest attention, and the Administration indicated 
the high value which it placed on the matter by the fact that 
on both days of the debate the entire cabinet (with the excep- 
tion of the Minister of Justice, not now present in Berlin) ap- 
peared in the House. 

With regard to the course and matter of this impatient] 
expected discussion, many a person, especially if he has fol- 
lowed attentively the development of the great railroad ques- 
tion of the day, will feel disappointed and amazed—first, that 
80 few, or more properly, that no new points were developed 
for and against the grext principle, which here mad~ the first 
step towards its decision; second, that the question in the 
debate was to such a degree deprived of its peculiar and most 
important economical significance, and was made a mere par- 
tisan struggle. 

This lack affects the first and, we remark, first of all, most 
practical of all the speakers who took the floor in these two 
day»’ transactions. In « speech almost three hours lo..g, Herr 
Eugene Richter contributed indeed a great mass of practical 
and detailed materials, but all these contributions against the 
poopents of the Administra'ion had already stood the test of 
publication, just as a great part of the arguments presented 
against the Imperial railroad system were already to be found 
in the well-known writings of Baron Varnbueler. 

Herr Richter, who designated the question under considera- 
tion as the most pregnant with consequencer of any since 1866 
(just the same might have been said of the church laws), 
showed that with every road a special, local, neighborhood in- 
terest is connected; and that therefore it is not practicable 
that German interests alone should govern Prussian roads; 
that, much rather, Prussia must always and properly give its 
own special transportation interest the first place. This con- 
duct of Prussia, in itself natural, becomes wrong, however 
when it supports its Prussian traffic interests on the power and 
the credit of the Empire. 

Moreover, it exposes itself to the charge that it thrusts its 
special Prussian interests into the foreground to the disad- 
vantage of the other states of the Empire, that it su presses 
the beneficial competition of the other German traffic districts. 
At the instant of the transfer of the Prussian State railroads, 
an effective supervision of the other State railroads becomes 
impossible. ‘The transfer of the Prussian railroads to 
the Empire will produce only incongruity, embarrass- 
ment and deterioration of the present condition. Very 
skillful) the speaker  referr to the pretext of 
the adherents of the Imperial railroad system, that the 
ownership of only a few of the more important roads is desired 
for the Empire; he who owns the main highway commands the 
whole country. The railroad policy of Herr Maybach is 








summed up in this: to bring all the roads of Germany, not the 





es 
—____, 


Prussian roads alone, into the possession and management of 
the Empire, and thus to injure the natural development of our 
railroad system. Those who think that such a formal union 
will prove a blessing mae an egregious error, and it was quite 
right that most of the States of the « onfed ration had protest 
inst it. This unexampled centralization here aimed at 
by the Chancellor of the Empire is absolutely inadmissible; 
contradicts the cherished traditions of the Customs Union 
policy, which propos for itself the task of doing away with all 
measures by which the State would restrain through bureay: 
cratic tutelage free and vital development. It is a mistake to 
desire to fix upon a railroad policy for all coming time. The 
Empire will not at all remove the tariff difficulty, nor make an 
end of differential tariffs, nor remove the lack of cars. Neither 
will it reduce the number of directors, but it will make their ben. 
eficial independence illusory. There is no man who possesses 
the gigantic power and breadth of view to be Chief of the 
ane railroad system; but a despotism can only work eyil, 
The finance legislation of the German Imperial Parliament 
will be materially influen ced thereby. Where a railroad ac: 
count of 800 millions is treated, no Deputy has any longer g 
judgment as to two dozen or so millions too much or too little, 
These arguments of Richter, though my little novel, stil] 
have the advantage that they are very much to the point; but 
he lestroyed whatever impression they might have in favor of 
his opinion by connecting them with a demand for a vote of 
‘* want of confidence” against Prince Bismarck, and by charg- 
ing him with desiring to set the Prussian Parliament in oppo- 
sition to the Imperial Parliament, and with using this oppor- 
tunity for restricting internal freedom, which can only happen 
at the cost of internal unity. Instantly the Imperial ‘ hancel- 
lor struck these wooden arms spinning from his hands: Herr 
Richter evidently takes it much too tragically if he be- 
lieves that German liberty and unity will ride away 
with the first Imperial locomotive. The suspicion 
that the just announced resignation of Minister Delbrueck had 
any connection with the pending railroad question Prince 
Bismarck repelled with incisive energy; he who should speak 
co future would render himself guilty of a confessed false- 
h 


Deputy Lasker also after the extravagances and exaggera- 
tions of Herr Richter had no hard task in arguing for the Im- 
perial railroad project. He said it was improper that che ma- 
jority of the House of Deputies should]. ad to an attack on 
the Imperial Parliament; they should desire not in any way to 
prejudice the conclusions of the latter. The popular pressure 
of the German nation demands of the Empire relief from the 
evils that exist in railroad affairs, and it fell to Prussia, as the 
leading power in the Empire, to offer its hand towards what 
hitherto the Empire had not been in position to perform on its 
own mot:on. ne railroad policy hitherto had led to great 
evils, and it must be changed, butin such a way that the 
proper tribute should b+ paid to the Empire and the managi- 
ment of the roads be P aced in its hands. In this matter it 
has not in view any exclusive profit, as has been asserted in 
South Germany. A considerable power is necessary to intro- 
duce the regulation of railroad business. The Empire will not 
prevent competition by this; it will in no way oppress the local 
roads; it requires only the chief lines; and it leaves the com- 
pletion of the systems to private individuals. 

Prince Bismarck agreed perfect'y with these statements. 
Experience with the Imperial Railroad Bureau had shown 
how powerless the Empire is in railroad matters, and Low 
strong is territorial influence. This can be prevented only in 
the way of which the present proposed law is the first step. 
Yet it is in no way a unification, but chiefly a consolidation that 
is to be effected. Prussia cannotcompete with the other States 
concerning the ownership of their roads. All fears of opera 
sion on the part of Prussia are groundless; the latt-r will only 
work according to the regulatiens of the Imperial Const tu- 
tion. But of this he was convinced, that the idea will 
remain the question of the day, even should years pass mean- 
while, until it has been realized, that is, in other words, until 
the Imperial Constitution, as whose representative he, the 
Chancellor of the Empire, stood there, had made good its 
promises with regard to the railroad question. 

Thereupon the first day’s debate closed. 

The debate on Thursday, the second day of the discussion, 
was more dispassionate, and -easoned far less with piquant in- 
terludes, instead of which it had the great advantage of being 
strictly and exclusively to the point. Achenbach, the Minister 
of Commerce, first took the floor in order to contradict Hear 
Richter’s assertions, as he bimself said at the outset. The 
reader will here remark how the Minister found it relatively 
easier to take the field in a negative manner against the weak 
side of the speech of the Deputy a oresaid th n on positive 
grounds to come to the defence of the Government 
proposition. Herr Achenbach also, as the _ Presiding 
Minister had done the day before, pointed out the extrava- 
gances of which Herr Eugene Richter had been guilty. It 
could never be said that the pending law, as Herr Richter had 
pretended, will revolutionize the whole political situation of 
Germany, and change its whole social life. The matter here 
chiefly and primarily treated is the question of an author- 
ization by which some time the Prussian railroads could be 
transferred to the Empire; here only the introduction is made 
to a question whose final decision will depend .upon the Im- 
perial Parliament. ‘‘ Herr Richter had made his dispute very 
easy for himself; he imputed to the Royal Government of the 
State the programme: ‘ All the railroads muss become State 
railroads, and these State railroads must be transferred to the 
Empire;’ and against these propositions he then directs his 
sharpest attacks. But are these attacks anything more than 
mere strokes in the air ? In the Government proposal there are 
no such propositions; they are entirely foreign to it. The 
fundamental idea and the tendency of the Royal State Govern- 
ment remains always the same. Both State and Empire must 
preserve or attain each iis proper influence in railroad affairs 
also.” The Minister continued that in railroad policy he still 
stands on the same ground as in the year 1873, when he re- 
ceived his ressort and developed his programme. As to the 
occasion of an Imperiul railroad law, he can declare most de- 
cidedly that the working of Imperial and State railroad officials 
side by side is impossible, The German people demand that the 
supervision of the Empire be direct; the Prussian Government 
1n its proposal is guided only by considerations of friendship to 
the confederation, and nothing is further trom its thought 
than to abbreviate the interests of its fellows in the confedera- 
tion. ‘We wish, however,” said the Minister, “an extension of 
the State railroad system, but always the great leading point 
of view, is that the public interest be on no side damaged there- 

” 


Deputy Berger (Witten) declared himself an opponent of oe 
proposition, in spite « f the warning cast abroad by the officia 
press that every Deputy who should give a negative vote oD 
the Government proposal would be an enemy of the Empire 
and of the Chancellor of the Empire. Herr berger express 7 
the supposition that Prince Bismarck had permitted himse 
to be over-persuaded by Herr Maybach to introduce this oer 
sition. It must cause surprise that it is subscribed by He : 
Achenbach only, and not, as certainly might have been Ss 

ected in so important a matter, by the Finance Minister @ “7 
May the conclusion be drawn therefrom tbat Prince age 
found +,:chtraeglich the assent of his colleagues in the — 
try? herr Berger then gave it to be understood that bee 
times h- had been a decided adherent of the State —_ 
P inggen but he wa ned them not to forget what great vor 
the private railroads had done in Germany. | In Rheinish oa 

halia, the two systems stand side by side, and if ao ad 
or the best roads there the Cologne & Minden an ‘ 
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Rheinish be named first, and then the Berg & Mark and the 
Westphalian Railroad. If we are cautious with the Imperial 
railroad project, we will not imagine that it is possible to find 
a railroad Stephan as we found a post-office Stephan. In con- 
clusion, the speaker called to mind how frankly and honorab] 
the South German States had kept the agreement. sesebvall 
upon, and therefore they cert»inly had a right to considerate 
treatment. May Prince Bisma.ck not alienate his truest 
friends by this proposition, may he not in this way strengthen 
the power of the Centre, which will not hesitate to unite im- 
mediately with all new opponents of the Chancellor. As a true 
friend of railroad progress, as a warm admirer of Prince Bis- 
marck and adherent of the German Empire, he asks that the 
proposition be rejected. 

With coolness, clearness and objective, which we are ac- 
customed to in him, Finance Minister Camphauasen enlarged 
upon the question raised by Herr terger, h w it came that 
the Government proposition was signed only by Herr Achen- 
bach. The Administ ation was perfectly united in this mat- 
ter, andh , the Finance Ministe, accepts full responsibility 
therefor. Frankly, if the proposition had the meaning attrib- 
uted to it by Deputies Richter and Berger, that it was equiva- 
lent to passing judgment upon the entire “mixed” system, a 
condemnation of all private railroads, then he and others also 
would not have consented to it. But the unification of all the 
railroads in the hands cf the Empire was advocated in no di- 
rection. He, the Finance Minister, would be the last person 
who could accept that. In these matters there 1s no absolute 
tru h; we can never say, one system is right, the other 
wrong. Had we in Germany had the misfortune to have had 
the State take possession of the railroads, we would not have 
had a third part of the railroads that we now possess, The 
Minister would by no means dispute the merits and the per- 
formance of the private railroads ; but still it is necessary, for 
the sake of advancing the genera! objects of railroad transporta- 
tion, that the chief management of the same be in the Empire. 

After Deputy Hammacher had advoca:ed the proposition 
from the great economical point of view, saying it would c n- 
tribute materially to the solution of the transportation tariff 
question, the clerical Deputy Peter Reichensperger attacked 
the proposition on its juristic side. But his long legal deduc- 
tion, chiefly to the effect that the competition between Imperial 
and State railroads must lead to a wholly intolerable condition 
of things, so wearied the House, that the speaker could with 
difficulty finish his speech, among general disquiet. 

Thus closed the first discussion of this important proposition, 
the second reading of which, without relerence to a committee, 
will take place in Committee of the Whole Saturday, June 29. 
Concerning the final result, so much can be said now, that of 
the parties in the House of Deputies, that National Liberals, 
the f ee Conservatives and t. e New Conservatives will vote for 
it; the Center and the Poles against it. As for the Progress- 
ives, it is not impossible that they will split into groups, one 
for and the other against, as was the case two years ago in the 
Imperial military law. 


In the following number of this journal the discussion is 
commented upon as follows : 


The past weck belonged to railroad politics. Wednesday 
Thursday and Saturday the debates on the Imperial railro 
project raged. The first day was rich in sensations, falling, as 
it did, under the :mpression caused 7 Delbrueck’s retirement. 
{Delbrueck had been fo. many years the leading economist and 
apparently the strongest and most practical statesman in the 
cabinet.] It was the general feeling to connect this occurrence 
with the railroad question; but 1t had to be aban- 
doned, since Prince Bismarck expressly declared that 
the coincidence in time of Delbrueck’s determina- 
tion to retire with the introduction of the railroad question sig- 
nified no connection in cause. 

Returning to the railroad discussion, it may be added to 
what has been said heretofore that the second day’s debate ac- 
quired great significance in point of railroad politics by reason 
of the ministerial speeches. While the opposition speakers 
overshot the aim, since they drew the extremest results not 
from the proposal but from the ‘* motives,” the Ministers de- 
fined the standpoint of the Government as one which would not 
make a complete end of the Fete | “mixed” rail- 
road system. The opposition, and Herr Richter especially 
had taken their ground as if the proposal contemplated 
putting all the railroads into the hands of the State and the 
abandonment of the mixed railroad system. But, like Herr’ 
Campheusen, Herr Achenbach would not accept this ground. 
The proposition itself permits the repudiation of this ground, 
since it is only the “‘ motives,” as we pointed out at the time 
that indicate the purchase of the railroads. The ‘ motives” of 
the proposition tend in this direction, to make the State rail- 
road sysiem the more powerlul one, on the other side 
to preserve the  profitableness of the private roads. 
Now the two are incompatible without some change ; 
for the State as a great competitor emancipated from all 
reference to prouits must influence private industry and injure 
its returns, and a protection of private interests could be tound 
and made possible only by the dtate, with the controlling 
State railroud system, keeping in view its moral influence. 
The speeches of the Ministers taken in connection with the 
tendency of the motives of the railroad project permit the 
hope, therefore, that the railroad policy of the future will be 
adequate to the occasions that may arise. The friends of a 
healthfal development of German Imperial institutions will 
therefore be able to regard with satisfaction the recent course 
of the railroad question, inasmuch as this course in no way 
prevents a happy solution. 

As to the second :eading of the railroad propo-ition had on 
Saturday, it did not bring to light any points of importance, 
although it continued six hours. ‘The result of the long 
debate was, as was to be expected, the acceptence of the de- 
cisive § 2 of the act, which was decided by a vote of 206 against 
161—a majority of 45. This capital vote was made in such a 
manner that No. 5 of § 1, according to which the State's right 
of supervising the railroads is to be transferred to the Empire, 
was reserved. The occasion for this layin an amendment by 
Deputy Reichensperger to §2, which s ction declares that 
the approval of the State Parliament remains reserved onl 
with regard to the agreements mentioned under Nos. 1, 3 an 
4 of § 1, but not with regard to Nos, 2and5. The amendment 
would strike out this limitation. It was, however, preserved 
as to No. 2 but stricken out for No. 5, on the ground that the 
regulation of supervisory rights by imper al legislation has no 
longer need of the consent of the House of Deputies. The de- 
bates may be summed up briefly as follows : 

_ Minister Friedenthal spoke of the need of the scheme in the 
interests of agriculture, on account of the variety of railroad 
managements and tariffs. The Government scheme is confined 
within modest bounds, for trade and traffic only advantageous, 
while it will equalize the exchanges of highway and water 

routes with the railroads. Schorlemer-Alst spoke against the 

pecgect. All existing defects could be removed by a railroad 
aw. Bethusy-Huc advocated supporting the administration 
unanimously in its struggle for German unity. 

Professor Virchow opposed the schem+ on economical as well 
a8 political grounds. Hanes Bismark, in answer to an assump- 
tion of Virch»w’s, declared that no difference existed between 
him and the Minister of Commerce. He no objec- 
tion to make to the Minister of Commerce, and to the Prus- 
sian Government through him, on account of their conduct on 
the railroad question, and quite as little to the Saxon Govern- 
ment. Wedell ‘Malchow) advocated the scheme. The Minis- 


system might be promised from it, but at least a removal of 
current abuses. 

The Imperial Chancellor has informed some of the deputies 
according to the Frankfort Journal, that the Imperial ra 
project will not engage the imgecie Parliament next autumn, 
since it will be occupied almost exclusively with consideration 
of the judicial laws. 








ANNUAL REPORTS. 
Delaware, Lackawanna & Western. 


The following es are from the forthcoming volume of 
Poor's Manual. They are, we believe, substantially the -ame 
as those of the report to the State Auditor of Pennsylvania, 
which is the only one made public by the company. 

—_ lines owned and operated under lease or agreement are 
as follows : 


Miles. 
Main Line, owned, Great Bend, Pa., to the Delaware River...... 115.0 
“leased, Warren R.R., Delaware River to Hampton 
Junction, N. J 


PoOITITITICISIeTTiTriirerrrirerilr rr Terrr rT rrr 18.3 
PE EEE cnsnsccbechhetinenscnsanténenbecenbenetes 133.3 
Bloomsburg Division, owned, Scranton, Pa., to Northumber- 
Pints iieteeh Cebeeheniebhakapekeseeeeudtesseebaneesseotene 80.0 
Morris & Essex Division, leased : 
Morris & Essex R.R., Main Line, Hoboken, N.J., to Phil- 
lipsburg.......... §eonesaeeseensebedeennneeeesesonesess 83.0 
Boonton Branch, Bergen, N. J., to Dover Junction ...... 35.0 
Newark & Bloomfield, Roseville, N.J.,to Montclair...... 6.0 
Chester R. R., Port Oram Junction, N. J., wo Chesier.... 13.0 
-—— 137.0 


Utica Division, leased : 
alley R. R., Great Bend, Pa., to Binghamton, N. Y...... 11.5 
Greene R. R., Chenango Forks, N. Y., to Greene......... 8.0 
Utica, Chenango & Susquehanna Valley, Greene to Utica 77.0 
Richfield Branch, Juuction to Richfield Springs, N.Y... 21.0 
——— 117.5 
Cayuga & Susquehanna R.R., leased, Owego, N. Y., toIthaca,. 34, 
Syracuse, Binghan.ton & N.Y. R R., worked, Binghamton, N. Y., 





CO BYFACURC, 2... ccvcccccccccccccccces eeeeee 
Oswego & Syracuse R.R., leased, Oswego, N. Y., to Syracuse.... 35. 
Total worked..... 500s 660540 s0bbeeessontientcestsdestas 618.4 


The whole system forms a main line from Hoboken, N. J., to 
Oswego, N. Y., with branches to Montclair, to Chester, to 
Phillipsburg, to Northumberland, to Utica and to Richfield 
Springs, with a detached line from Owego to Ithaca which is 
reached only by the use of the 22 miles of the Erie track be- 
tween Binghamton and Owego. The company is at present 
operating, under a temporary agreement with the Delaware & 
udson Canal Com my the Utica, Clinton & Binghamton 
road, from Smith’s Valley, N. Y., to Utica, 31 miles, and the 
Rome & Clinton road, from Clinton, N. Y., to Rome, 13 miles. 
It is very —. that these two roads, which were built as 
branches of the New York & Oswego Midland, will be perma- 
nently leased hereafter. 
The system was-formerly of mixed gauge, some portions be- 
ing of 6 feet and others of 4 ft. 84 in. gauge, while others were 
made of both by laying a third rail. Since the close of the 
year covered by the report the system has been changed to the 
uniform gauge of 4 ft. 8% in., except, we believe, the detached 
line from Owego to Ithaca. 
The companies’ balance shect at the close of the fiscal year, 
Dec, 31, 1875, was as follows: 


OREDIT : 
Capita! stock ($132,764 per mile owned)..... .......+50005 $25,889,000 
Bonded debt ($14,518 per mile owned).............605 eee 2,831,100 
ASCOUNES PAFAMS...00 ccccccvvccsccscccecccccccscvcee seccce 3,923,085 
8 UB. cccccevccrrcceecccccccceser cess eesceresesccoccoes 5,801,613 
Total ($198,691 per mile owned) .. .... 6. .ceeee woes $38,444,798 


DEBIT : 

ees BORGER, 6 o.05:i00 00 0608 b000d 12200 2000-0de0bee0 $27,871,799 
CE OR BORE ccc crcccccccccdceccsecescoccceceeccecssecese 692,874 
MD GD BORG, coc ccccccsvccccccesssccccscocvce jeodeswedes 623,608 
BND PRRERUIIND. 0.05 so ccccwcccevcesicccccccecesecs cooccces 592,398 
EE A IE 0.06.0:0.5660.000068 06:0000000000.000000 00006 1,153,142 
Advances to leased roads ..... 2.2... 6 cece cececercscecceecs 547,503 
I CIEL oo 6.0010.00.0:065000000006000 2000000 3,805,738 
AOSOUNES TESS VADIS. 0.00 ccccccccccvcvccccccccccccccocscccs 3,167,936 
Total....... Peccccccccccccose amie Cocccccccce eocvccee $38,444,798 


There is an increase of $2,389,000 in stock over 1874 and a de- 
crease in bonds of $5,320,100. No statement is made of coal 
property owned. The capital accounts of the leased lines are 





given as follows: 
Stock. Bonds. Other. Total. 
Oswego & Syracuse $1,320,400 $124,500 $246,683 $1,690,583 
Utica, Chenango & 
BD. Viccccccccccce 4,000,000 nc eeeeee 135,035 4,135,035 
Cayuga & Susque- 
hanna.. ....... GBB,100 == ccccccce 593,912 1,183,012 
Greene.... ......- y 170,000 25,710 395,710 
Valley ...000 cesses 150,000 ss saseeeee 77,068 827,068 
Warren.........+- 1,800,000 Sa: «$s wen 000 3,115,768 
Morris & ¥ssex.... 15,0 0,000 SS! ae 80,477,565 
COP. ccc ccccces 36,597 100,000 81,042 217,639 
Newark & Bloom- 
BadE..0000 ccvcee 103,850 cewseaee 8,270 112,120 
Syracuse, Bing. & 
N. Y¥........+--- 2,004,000 1,670,000 370,029 4,044,029 
Totals.. ...... $25,803,947 $18,846,833 $1,537,749 $46,188,529 


The Syracuse, Binghamton & New York account includes 
$245,949 surplus. The rentals paid include interest on bonds, 
and dividends on stock as follows: Oswego & Syracuse, 9 per 
cent.; Utica, Chenango & Susquebanna Valley, Greene, Ches- 
ter and Newark & Bloomfield, 6 per cent.; Warren ana Morris 
& Essex, 7 per cent.; Valley, 8 percent. 

The earnings and expenses of the main line and Bloomsburg 
Division were as follows: 





1875. 1874. Inc. or Dec. P.c. 
Earnings .... ...-+++++ $6,901,198 $5,853,692 Inc.. $1,047,506 17.9 
Expenses...... +++ «+ 2,210,119 2,378,153 Dec.. 168,034 7.1 
Net earnings.......... $4,691,079 $3,475,539 Inc.. $1,215,540 35.0 
Gross earn. per mile... 32 354 27,443 Inc.. 4,911 17.9 
se. 21,993 16,294 Inc.. 5,699 35.0 
Per cent. of expenses. . 32.03 40.62 Dec.. 8.59 21.: 


The earnings and expenses of the leased lines are stated as 
follows: 

Gross Earn. P. c. 
Miles. Earn. Exp’s. Net earn. per mile. of ex. 
Morris & Essex. 

Div..... cccccese 137.0 $4,340,350 $2,967,456 $1,372,894 $31,681 68.37 
Utica Division .... 117.5 749,121 614,207 134,914 6,375 81.99 
Syracuse, Bing. & 

N 


p Mbccewtoeese s 81.0 750,440 655,549 194,891 9,265 74.03 
Os & Syra- 

“a. eseccee i, 35.0 406,142 306,980 99,162 11,604 75.58 
Ca a & Susque- 

oe eocee _ .-. 34.6 113,035 108,161 4,814 3,267 95.69 


The returns for the year from the whole business of 
the property owned, including coa] operations, are stated as 
follows: 








ter of Commerce again appeared for the project. No railroad 


1875. $ 1874. = Ss or. ~ 4 

Gross earnings...... $27,014,846 22,741,521 Inc.. $4,273, \d 
lm gag coveee 19,852,663 16,997,771 Inc.. 2,854,692 16.8 
Net earnings...... $7,162,183 $65,743,750 Inc.. $1,418,433 24.7 
Per cent. of expense. 73.49 14.74 Dec. 1.25 1.7 


The coal shipmeuts over the main line for th h 
aan e year have been 





18765. 1874. Increase. P. c. 
Shipped northward, tons... 1,097,924 771,170 326,754 42.4 
“ southward, “ .. 2,228,977 1,771,391 457,586 25.8 
Dota. 0cce cocccsssees 3,326,901 2,542,561 784,340 30.8 

The lo 


strike in the Schuylkill and Lehigh regions greatly 
stimulated the business of the Scranton region, where the 
company’s mines are located’and which its lines chiefly serve. 

The recent change of gauge and the relations of the com- 
pany to the Romr, Watertown & Ogdensburg, whose line to 
the Niagvra River is just completed; may ey sem send over 
this road a - tonnage of general freight than it has here- 
tofore had. The same causes may also increase the northward 
shipments of coal, by giving it access directly to a large ex- 
tent of country to lake ports, and to some towns which it has ° 
not heretofore reached, 


Manchester & Lawrence. 


This company owns a line from Manchester, N. H., to the ' 
Massachusetts State Line, 2244 miles, and it leasee the Methuen 
Branch of the Boston & Maine, from the State Line to Law- 
rence, Mass., 3% miles, making 26 miles in all. It was former- 
ly worked by the Concord Railroad Company, but the contract 
having been decided to be illegal by the courts it is now 
worked as a separate road, but under a parole agreement with 
the Concord company. 

The capital account is as follows : 
doe (GOR DES EF MATER). 000 ccccncce ceovcccccscevccccccceces 
SE Ms obo 6h0000 cand 000500.6260000060.20 
Coupons and dividends uncalled for 
Balance of income account 


re en Mivessne oc0ccsacetaceseensiasnanll 


The earnings for the year ending March 31, were as follows : 

















1875-76. 1874-75. Inc. or Dec, P.c. 
Passengers.... .... BO7,024  — nenuweee cee eevee ove 
PECERS . 000 cccccess ee sft ce cee 
Mails, rents and 
OXPPOBB ....656.- a... meets 
Concord R. R, on 
pee Seeecss GOR ceacaces i§§  stbdadnaisas pane 
Detah ccc ccccce $179,246 $183,646 Dec. . $4,400 24 
Expenses.......... 78,659 82,528 Dec.. 3,969 4.8 
Net earnings ......$100,687 $101,118 Dec.. 431 04 
Grosseurn.permile 6,804 7,063 Dec.. 169 24 
Net earn. permile. 3,873 3,889 Dee... 16 0. 
Per cent. ofexps... 43.83 44.04 Dec.. 111 25 


From net earnings dividends of 10 per cent., amounting to 
$100,000, were paid, leaving $687 to be added to balance of 
income account. 

The report says: “In addition to these items, shown by the 
trial balance of the Treasurer, all of which remain substan- 
tially as stated in the last report, this corporation has an inter- 
est, in common with the Concord Railroad co: oration, in the 
vanchester & North Weare Railroad, and in the engines, cars, 
shop tools and machinery, and other property which has been 
acquired from the common funds of the Concord and Manches- 
ter & Lawrence railroads, while those roads were operated 
together under the management of the Concord Railr ad; and 
in the income derived from the operation of the Manchester & 
North Weare Railroad, and from the use of such common 

woperty ; and is also entitled to two-fifths of the net income 
om the operation of the Concord & Portsmouth Railroad and 
the Suncook — Railroad. 

“Efforts have been continued during the year to have the 
interests of each of the two corporations in this common prop- 
erty definitely determined, but hitherto we have been unable to 
agree upon any basis of separation or division that appeared to 
be for the benefit of this corpor tion, or at all likely to subserve 
the interests or convenience of the public. 

“In the meantime the Concord Railroad have paid us from 
previous joint earnings £20,000 to partly adjust these claims, 
which has been credited to our income account.” 


THE. SCRAP HEAP, 
British Rail Exports. 


The Board of Trade reports exports of railroad iron of all 
sorts in the month of May, as follows, in tons: 


1876. 1875. Inc. or Dec, P. c 

To the United States....... 0 190 Dec.. 0 — 

To all countries............ 50,299 49,288 Inc.. 1,001 20 
For the five months ending with May the figures are: 

1876. 1875. Decrease. P.c. 

To the United States 136 192 56 29.2 

To all countries...... 144,723 201,219 66,496 281 






For five months the average value reported was £9 1. 44, 
this year against £10 7s. 6d. last year; for May, the average 
price was £9 Os. 4d. in 1876 and £10 6s, in 1875. 


The First Ohinese Railroad. 


The North China Daily News says, “The works of the 
Woosung Railway, as the road approaches completion, have 
fairly aroused the curiesity of Chinese of all classes. Dwing 
the past week, but ay since Sunday, they have each day 
flocked literally in thousands, not onl from the settlements 
and native city, but also from the villages and districts for 
miles around, ~ i its whole length. The streams of visitors 
are incessant from morning til night, and hundreds of 
jinrikshas, wheelbarrows, and other vehicles, all occupied, 
throng the route to and fro, Yesterday afternoon (March 29), 
for instance, the road was almost impassable, so great was the 
crush. The visitors comprised men, women and children (the 
latter in large numbers), and al) seemed anxious to see and 
understand what the foreigners were doing. The great centre 
of attraction was the little ‘ Pioncer,’ now engaged in running 
trucks of pebble ballast for the purpose of filling in the inter- 
spaces of the sleepers; and wherever the engine came to a 
stop, it was instant, 4 sarrounded by dense crowds, who gazed 
at it with wonder, those nearest examining every part of its 
visible machinery with attention, and talking and gesticulating 
with an earnestness that must be seen to be believed, strongly 
reminding one of the excitement evine: d by the country peo- 

le, especially during the early days of railway construction in 
England. Prevaratory to starting on its brief journeys, the 
‘ Pioneer’s’ whistle was of cvurse sounded, and it was amusing 
to witness the crowd hurrying off in a:) directions, amid shouts 
of laughter and other tokens of unmistakable delight and ap- 
proval, to make way for it. It may credibly be asserted that such 
a sight has never been witness-din China before ; and it affords 
clear proof that, so far as the people are concerned, there 
would be no obstacle in the general adoption of this mode of 
transit throughout the empire.” 


Forging Requests for Passes. 


In Chicago, June 27, two young men, named George A. Kog- 
ers and J. Costello, were arrested on charge of procuring & 
number of passes by means of requests purporting to cone 
from officers of other lines, the signatures of snch officers bei: « 
forged. Suspicion was first aroused at the Illinois Centra 
office by the number of passes asked for, and a detective wis 
set at work. The passes, after they were obtained, were dis 

sed of through some of the +calping offices. Mogers was 





ormerly in the employ of the Michigan Central. 
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MAY DIRECTORS CONTRACT V WITH “THEMSELVES? 


The United States Rolling 8 Stock Company, as most of 
our readers know, was organized primarily to supply 
the Atlantic & Great Western Railroad with rolling stock. 
The latter company having just been reorganized with 
stock and bonds outstanding to the amount of some 
$200,000 per mile, yet had very little rolling stcck and 
could not carry the traffic offered it without more. The 
United States Rolling Stock Company was then organized, 
and before its stock was subscribed a contract was made 
by it with the Atlantic & Great Western for the letting of 
a very large number of cars and locomotives at specified 
rentals, The lease was to be for a term of seven 
years, and the rolling stock was to be returned 
in as good condition as when it was received; so that the 
rentals had to cover only their interest on the capital in- 
vested in the rolling stock, the risks, whatever they might 
be, and the expenses of the rolling stock company; yet 
the rentals were at the rate of $2,400 a year for locomo- 
tives, $1,200 a year for passenger cars, $450 for baggage 
cars, and $225 for freight cars of different kinds, includ- 
ing fiats and gondolas as well as box and stock cars. The 
first report of the rolling stock company showed that each 
locomotive, on an average, ‘‘ represented a value” of $11,- 
400;.each passenger car, $4,987; each freight car, $795. 
Thus the rental was 21 per cent. on locomotives, 24 per 
cent. on passenger cars, 28 per cent. on freight cars. Re- 
membering that the contract for lease specified that 
**there shall be no deterioration in value or condition of 
any of said property during the operation of this agree- 
ment,” and that the lease runs for seven years, the rentals 
certainly were very high, and calculated to afford enor- 
mous profits to the rolling stock company, which, how- 
ever, was to share with the Atlantic & Great Western all 
profits above 12 per cent. on the rolling stock company’s 
siock. 

The trustees (corresponding with directors) of the 
rolling stock company were all, we believe, also directors 
of the Atlantic & Greit Western Railroad Company. In 
1872 they were Gen. George B. McClellan, Wm. Butler 
Duncan, 8. L. M. Barlow, Lawrence Wells and James B. 
Hodgskin. General McClellsn, President of the railroad 
company, was also President of the rolling stock com- 
pany. Both companies had the same Treasurer and the 
same Secretary, It is probable, however, that the plan ef 














the rolling stock company and its execution also were due 
chiefly not to any of these trustees, but to Mr. James 
McHenry, who had long. controlled the At- 
lantic & Great Western and through the capture of the 
Erie board in March, 1872, became virtually temporary 
master of that company. The rolling stock company was 
a London creation; its stock was sold there through the 
banking house which negotiated Atlantic & Great Western 
and Erie bonds and later New York, Boston & Montreal 
and other “securities” which had some sort of connec- 
tion with the Erie, James McHenry, Bischoffsheim & Gold- 
schmidt, ete., who at that time seemed to have the entire 
confidence of British investors, obtaining money, appa- 
rently, whenever they asked for it—and they asked fora 
great many millions before they got through. 


Thus when the Atlantic & Great Western Railroad Com- 
pany made its contract with the United States Rolling 
Stock Company, in effect it was thirteen railroad directors 
making a contract with five of their own number, while 
others of the directors were interested in the company 
with which the contract was made. It was thus a sus- 
picious contract. It was quite possible that the directors 
sacrificed the interest of one company in which they had 
but a small interest in favor of the other company in 
which they had a large interest. 


Although one man virtually dictated the selection of 
the directors and officers of bith companies, it is remark- 
able that within a year or two of the organization of the 
rolling stock company the presidents of both companies, 
while by no means agreeing with each other, openly re- 
fused to carry out the policy of the man (or the ring) by 
which they were appointed. Their conduct was equiv- 
ale.t to a declaration that this policy was a dishonest 
policy. Mr. Devereux, the President of the railroad 
company, declared the contract with the rolling stock 
company to be a fraudulent one and_ therefore 
void, and refused to pay the full amount of the 
rentals due under it (the earnings of the road were 
not sufficient to pay them); and Mr. Hodgskin, che Presi- 
dent of the rolling stock company, while insisting on the 
validity of this contract, in other ways openly upposed the 
London parties who organized the company and placed 
its stock. 


Suit was brought against the Atlantic & Great Western 
Company by the rolling stock company for the balance of 
rentals due, the claim being for about $2,000,000. The 
defence was that the rental was extortionate and the con- 
tract fraudulent. A trial was had recently at Akron, 
Ohio, before Judge Tibbals and a struck jury. According 
to a brief report of the trial which has just reached us, the 
Judge charged the jury that the contract was fraudulent 
and directed them to fix the rental, not according to the 
prices in the contract, but at what the use of the rolling 
stock for the time was really worth. The jury brought in 
a verdict tor $115,748, when about $2,000,000 was 
claimed. 


The decision as to the validity ot this particular con- 
tract is of comparatively little importance to the com- 
munity, though of great moment to the two companies 
concerned ; but the establishment of the principle that di- 
rectors of a corporation cannot make a valid contract with 
themselves, though concealed in another corporation, is of 
great importance. It is possible, of course, that such con- 
tracts might be made on fair terms and be enforced im- 
partially ; but the opportunities for corruption presented 
by such contracts are almost endless, and the temptations 
to make them unfairly are so great that they ought never 
to be permitted ; and it seems strange that so many men of 
good character and reputation and generally careful of their 
reputation should not only make such contracts, but should 
make them openly. In this case, the names were well 
known, especially in London, where both companies were 
controlled and both advertised themselves widely and 
through the same mediums and agencies for the purpose 
of obtaining capital. There are many otber similar cases 
in which, virtually, the corporation director or officer has 
put himself in the attitude of both buyer and seller. If 
he had an equal interest in both—that is, would profit 
equally, whichever company should make the best of the 
bargain—still his interests would unfit him for making 
the contract for either company. For that duty, he 
should be in position to hold the interests of one contract- 
ing party only at heart. Otherwise contracts will not be 
made carefully and enforced strictly. But in the case of 
railroad corporations it is easy for the officer or 
director who makes the contract to gain large- 
ly and lose little or nothing by a bargain which 
is unfavorable to the company for which he acts. Such a 
position is utterly demoralizing and ought not to be per- 
mitted. IfI, proprietor of a railroad, authorize my Pres- 
ident, who owns a rail mill, to make a contract with his 
mill for rails, I say to him, virtually: ‘‘ You have rails to 
sell; make a contract with me to supply me with what 
rails I want—more than I want, if you choose; fix the price 
to suit yourself, and the terms likewise; contract for 60 
Ibs. rails if you please and deliver 56 lbs.; subject them to 
such tests and inspections as may suit you, and deliver 





them when and where you please; exact as much security 


= 
——_—_ 


as you please from me and as little as you please from 
yourself.” Yet this is virtually what many railroad pro. 
prietors say to railroad managers, not a few of whom are 
interested in the contracts which they make, to a greater 
or less extent, and are restrained from gross unfairnegg 
only by their consciences (which such practices are sure 
to blunt) and by the consideration of their reputation ag 
managers, which often has a it influence. 





RECENT PROGRESS OF AMERICAN RAILROADS, 


The yearly issue of Poor’s ‘‘ Manual of the Railroads of 
the United States” has become an event of importance, 
because this private enterprise supplies us with the only 
compilation of railroad statistics for the whole United 
States. Formerly, when much less care was taken in col- 
lecting and editing the material for the work, these statis- 
tics were too crude and imperfect to have much value; but 
the last issue (the one published this month) has returns 
of the capital, earnings, etc., of about 97 per cent. of the 
whole mileage worked during the year, and the aggregate 
and averages may be supposed to represent pratty fairly 
the railroad system of the United States. Nearly as laige 
a proportion was represented in the Manual last year, and 
the comparisons of stocks, debt, gross und net earnings 
per mile which we gave last week may be assumed to be 
substantially correct. 

It is much to be regretted that we have not equally full 
and accurate statistics for preceding years, as they would 
enable us to measure pretty accurately the course of rail- 
road business in the country, which is itself to a great ex- 
tent a gauge of the general business of the country, or 
would be, at least, if the returns included the amount of 
traffic carried, as well as the earnings and expenses. The 
sumunarics of statistics in Poor’s Manual go back only to 
the vear 1871, six years after the close of the war, when the 
business of the country was extremely prosperous, and vast 
investments of foreign and home capital were being made 
in new railroads and various industrial enterprises. Poor's 
reports for that year, unfortunately, were very incomplete, 
covering about 80 per cent. of the mileage in operation, 
against 97 per cent. last year. In the following compari- 
son of the statistics of 1875 with those of 1871, therefore, 
we compare what is tolerably complete for the later year 
with what is very incomplete for the earlier year: 

Railroad Capital and Receipts in 1871 and 1875 : 








1875. 1871. Increase.  P.¢., 
ee reporting. . 71,759 44,614 27,145 60.8 
rE ..$2,198,601,281 $1,223,863,477 $974,737,804 79.6 
Devt. sevccccccccocce 2,459,607 349 1,440,764,168 1,018,843,181 70.0 
Total capital 4,658,208,630  2,664,627,645 1,993,680,985 74.8 
Freight earnings... 363,960,234 294,430,322 69,529,912 23.6 
Passenger earnings. 139,105,271 108,898,886 30,206,385 27.8 
Total earnings...... 503,065,505 403,329,208 99,736,297 24.7 
Working expenses. . 317,655,067 261,582,804 55,976,263 21.4 
Net eéarnings....... 185,606,438 141,746,404 43,760,034 30.9 
Dividends. ,......... 74,294,208 56,456,681 17,837,527 31.6 


That is, while the mileage increased 61 per cent. the 
capital accounts of the roads increased 75 per cent., but 
the gross earnings increased but 28 per cent., the net 
earnings but 31 per cent., and the dividend payments but 
314 per cent. 

The figures for the earlier year are so imperfect for the 
whole railroad system, however, that a comparison of the 
figures per mile of road will be much more instructive. 
They are given below : 

Per Mile of Road, 


1875. 1871. Inc. or Dec. P.¢. 
nen ken eee anes Sone oon $30,639 $27,432 Inc. . $3,207 11.7 
canes edeneneacesces se 34,2 32,294 Inc.. 1,982 61 
Total stock and debt...... 64,915 569,726 Inc.. 5,189 8.7 
Freight earnings.......... 5,072 6,600 Dec.. 1,528 3.1 
Passenger carnings........ 1,938 2,804 Dec.. 866 30.9 
Total earnings............. 7,010 9,404 Dec.. 2,394 25.5 
Working expenses......... 4,425 6,092 Dec.. 1,667 278 
Net earnings............ - 2,685 3,312 Dec.. 727 218 
Dividends paid............ 1,035 1,265 Dec.. 230 18.2 


Here we see that the capital account per mile of the av- 
erage railroad has increased 8} per cent., while the gross 
earnings have decreased 254 per cent., the net earnings 22 
per cent., and the dividend payments 18 per cent. More 
and more money has been spent on the railroads and they 
have earned less and less. The net earnings in 1871 were 
5.54 per cent. of the stock and debt; in 1875, but 3.98 per 
cent. In the latter year, if the entire interest accruing 0D 
the debts of the railroads had been paid, probably it would 
have absorbed every cent of the net earnings, as the latter 
were but 7.54 per cent. of the amount of the debt, and con- 
sidering the fact that a very large number of the roads 
pay as much as 7 per cent. gold on their funded 
debt, it is reasonable to assume that the average interest 
is as great as 7.54 per cent. in currency. In 1871 the 
average net earnings were equivalent to 10.25 per cent. on 
the debt, and counting interest at the above rate, there re- 
mained $875 per mile applicable for stock dividends, 
which would have produced an average of 3.19 per cent. 
That a larger amount was paid for dividends, especially 
last year, is of course due to the fact that interest was not 
paid on part of the debt—a part equivalent to nearly & 
third of the whole, and amounting to about seven hundred 
million dollars in 1875. 

If the mileage of railroad reporting in 1871 was only 
equal to the average in earnings, then, notwithstanding 
the increase in total mileage since that time (amounting to 
more than 25 per cent.) the increase in total earnings has 
been only 3 per cent., while the population has probably 





increased 10 per cent., and the productions of the country 
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quite as much, in spite of the panic. Traffic doubtless has 
increased, but it would have required an unexampled in- 
erease to keep up the average business of the railroads, in 
yiew of their great growth. Rates, we know, have de- 
ereased. Itis quite probable, however, that the figures 
for earnings for the 80 per cent. of the roads reporting 
for 1871 were greater than the average. If not, then we 
have in 1875 from 74,000 miles of railroad, $518,765,500 of 
gross earnings and $191,000,000 of net earnings, against 
$504,000,000 of gross earnings and $177,000,000 of net 
earnings from 56,000 miles of railroad in 1871. In four 
years, then, we have added $2,000,000,000 to our railroad 
capital and obtained an increase of $14,000,000 to our 
railroad profits—equivalent to 0.7 percent. on the increase 
of capital. 

Still the great decrease in earnings per mile is sufficient 
evidence that there has been a great over-production of 
railroads; and this is true though we must remember that 
the dollar of 1875 isa different thing from the dollar of 
1871—not the currency dollar only, but the gold dollar 
also; here and the world over the dollar has grown; it will 
buy more,—more iron, more food, more labor; and many 
an investor whose income has been reduced in nomiual 
amount may after all be quite as well off as before. 

The tables in the introduction to the Manual give the 
rate of dividend and the whole amount divided for each 
company. On examination the list shows scarcely a 
railroad completed within the last five years, and nota 
dozen which were built since the war. There are many, 
however, built or leased by old companies whose divi- 
dends, if any are earned, are included with those of the 
companies working them; while most of the old rail- 
roads have made some extensions, a number of which, 
of course, earn more than the interest on the bonds 
issued on them. But of separate lines completed since 
the war and worked by distinct companies, we find but 
seven which are credited with dividends, and the gross 
amount of their dividends, putting aside the two great 
Pacific roads, is but $464,500! Thus the increase in 
dividends, with the exception of the two Pacific rail- 
roads named, has been made almost entirely from the 
earnings of roads worked by old companies, chiefly in 
the form of payments on their increased stock, but in 
several cases by payments made by them as rental to com- 
panies whose roads they lease; and in several ot the latter 
cases the dividends paid are not earned by the road leased, 
but come from other net earnings of the lessee. 

This, perhaps, was to be expected. The old railroad 
companies should have better information than anyone 
else of the traffic capacity of the districts adjoining their 
lines, usually they can construct a road cheaper and work 
it to better advantage than a new company, and 1f solvent 
and especially it dividend-paying, they can obtain capital 
on better terms than any new organization. So, too, when 
aroad has once been built, some company whose road con- 
nects with it can usually make the best use of the new line, 
can earn more with it, and so can afford to pay the com- 
pany which built it more than the latter can earn with it 
itself; the natural result is a lease, which may be advan- 
tageous to both parties. 

On the whole, the recent progress of railroads in this 
country has been very unsatisfactory. The enormous in- 
crease in capital and mileage has been attended with very 
little increase in receipts or profits, so that the average re- 
ceipts have very greatly decreased. Something of this 
has been due, doubtless, to the great depression in general 
business; but mos{ to the great over-production of rail- 
roads, which is itself one of the chief causes of the de- 
pression in other business. 


Thé Grain Movement for Nine Weeks. 
The shipments of grain of all kinds from the eight principal 


Northwestern markets for each week since April 22 have been, 
in bushels, by lake and by rail: 











Per ct. 
Week ending— By lake. By rail. Total. by rail. 
ril 29 2,072,946 3,707,487 56 
2,292,633 4,737,824 4834 
2,302,940 3,841,466 60 
2,016,304 3,618,474 553% 
1,820,456 3,567,814 51 
1,797,922 4,210,084 42% 
° ‘ 2,147,670 5,042,585 4236 
| Ee 2,921,405 2,391,811 5,313,216 45 
2,728,706 2,193,054 4,926,760 44% 
Total for 9 weeks... 19,925,024 19,040,736 38,965,760 48% 


The rail shipments, though less for the last week than for 
the preceding one, are still above the average for the nine 
Weeks, and of the decrease of 487,000 bushels in total ship- 
Ments sincs the preceding week, 194,000 were on the railroads 
and 293,000 on the lak». The total shipments are larger than 


can be expected to hold out in July, unless there a e extraor- 
dinary stocks at country stations, as farmers are too busy this 
Month to give much time to marketing grain. 

The receipts at the different Atlantic ports of corn and of 


Stain of all kinds for the same nine weeks, from April 23 to 
June 24, were: 


Per cent. Per cent. 

Corn. of total. All ns. of total. 
5,039,464 249 17,97 ',076 44.9 
2,182,126 10.8 3,078,780 7.7 
149,700 0.7 420,770 1.0 
670,474 3.3 3,242,612 8.1 


8,305,750 20.8 
5,718,085 14.3 





987,708 49 1,289,526 3.2 
20,249,472 100.0 40,027,599 100.0 





During the last ot these weeks, Philadelphia received 30 per 
cent. of the corn, Baltimore 27 per cent., New York 22 per cent., 
and Boston 12 percent. Of all grains, New York received 
44% per cent., Philadelphia 194% per cent., Baltimore 18% per 
cent., Boston 8% per cent., and Montreal 8% per cent. Phila- 
delphia and Baltimore, which received 55.4 of the corn in the 
nine weeks since April 22, received 57 per cent. of it in the last 
of these weeks. In grains of all kinds, the relative positions of 
New York, Boston, Philadelphia and Baltimore have not chang- 
ed since the preceding week. 








Record of New Railroad Construction. 





This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

Monte air & Greenwod Lake.—Extended from Monk’s, N. 
J., northward to Greenwood Lake, 6 miles. 

Gulf, Colorado & Santa Fe.—Extended 5 miles, to a point 10 
miles from Galveston, Tex. 

South Pacific Coast.—The first track is laid from Dumbarton 
Point, Cal., south 6 miles. 

This is a total of 17 miles of new railroad, making 673 miles 
completed in the United States in 1876, against 401 miles re- 
ported for the same period in 1875, 637 in 1874, and 1,408 in 
1873. 








PENNSYLVANIA RAILROAD Earninos are reported for the first 
four months of the year, showing for the whole system worked 
directly by the Pennsylvania Railroad Company (New York to 
Pittsburgh and Erie) an increase of 4 per cent. in gross earnings 
over the returns for the same period last year, of 14 per cent. in 
tonnage mileage and of 3 per cent. in passenger mileage. The 
company shared with others the advantage of a favorable 
winter for working, and it is probable that, notwithstanding the 
greater traffic, expenses were less than last year, so that the 
increase in net earnings may have been greater in proportion 
than that in gross earnings. However, what is especially im- 
portant now is to know the result of the busi- 
ness since April, while rates have been so painfully 
low. The report published covers but ten days of the period 
of low rates. It was to be expected that the road should do 
better this year than last previous to May; the trying time 
has been since. The recent report of May earnings of the 
Baltimore & Ohio shows that company to have suffered a de- 
crease in gross receipts, though there is every reason to be- 
lieve that it has had a much larger grain traffic this year than 
last. The Pennsylvania not only has had a larger grain traffic 
but an extraordinary passenger traffic on account of the 
World’s Fair. It is reported that the passenger earnings last 
May were $350,000 more than for May of last year; but no 
return has been made of freight earnings so far. It 
may be assumed, however, that the losses, if there 
are any, on the freight traffic at current rates, will 
be made up to a greater extent on this road than 
on others by the increased passenger earnings ; and though 
the current rates on through passengers make that business 
undesirable, doubtless by far the larger part of the Pennsylva- 
nia’s passenger earnings this season comes from local traffic, 
which with the present full trains and active movement must 
afford a satisfactory profit. It is noticeable that the average 
freight rate even during the four months reported, when rates 
were pretty well maintained, was less this year than last, fall- 
ing from 1.243 cents per ton per mile in 1875 to 1.148 cents this 
year. The average passenger rate was also a little lower, 
though but a little. 





Harmony or FEELING among any body of men having a 
common interest is a very desirable thing, but we doubt 
whether bondholders generally would approve of the method 
of securing it adopted by the Central Vermont Company. That 
company, as trustee and receiver under the Vermont Chancery 
Court, works the Vermont Central, the Vermont & Canada and 
other lines, and has a lurge indebtedness outstanding, part 
incurred by the different companies and part by the present 
and former receivers. The company lately announced that it 
was preparing a plan of adjustment and compromise, and that 
meanwhile “it has been deemed wise and most likely to pro- 
duce a harmony of feeling among the security-holders general- 
ly, to suspend the further payment of interest on the 
trust securities.” Now some of these security-holders 
have been getting their interest and some have not, 
and we presume that the souls of the righteous 
managers of the Central Vermont have been vexed within them 
at witnessing the unseemly exultation of those who did get 
their money and the unconcealed jealousy of those who did 
not. Aw it is clearly impossible for them to pay all the interest 
from the earnings of the trust, after the claims of the various 
freight lines, car companies, etc., have been satistied, and as it 
was altogether undesirable to continue the present state of af- 
fairs, the Central Vermont Company has most judiciously 
taken the only other course open to it and restores that ‘“‘har- 
mony of feeling” which all good men must desire to see, by re- 
ducing all the security-holders to a dead level of impecuniosity 
and disgust. That the plan will work well there can be no 
doubt, and we are only surprised that in the long list of ex- 
cuses given by defaulting companies it should never before 
have occurred to any of them to stop payment of interest in 
order to promote “harmony of feeling.” 





Tur LAKE Sore & Micuicgan SouTHeRn has made a brief 
report of the earnings and expenses of the first half of this 
year, chiefly remarkable for the large reduction in expenses as 
compared with last year. The winter was much more favora- 
ble this year, but the milder weather for th:ee months will 
hardly account for a saving of nearly one-sixth in the expenses 
for six months, while the traffic must have been larger this 
year. By this saving an increase of but $84,000 (1.2 per cent.) 
in gross earnings is made to yicld an addition of $957,000 (66 
per cent.) in net earni: gs. Fixed charges have been reduced 





$30,000 by the payment of a part of the bonded debt, so that 


the disposable balance for the first half of this year is $1,035,000 
against $48,000 last year. A dividend of 2 per cent, is de- 
clared for the half-year; and this just about absorbs the bal- 
ance. The funded debt has been reduced $125,000 during the 
half-year, in accordance wich the terms of the sinking-fund 
mortgage. This road last year was remarkable for the low coat 
of carriage on it; even if there has been no increase in traffic 
on it this year, which seems impossible, the report would indi- 


cate that the cost per ton per mile since Jan. 1 has been but 
% of a cent. 


Tue Granocers have been hardly treated in the matter of 
presidential and vice-presidential nominations. The candidate 
for vice-president on one ticket was for several years the 
president of a railroad corporation, and the candidate for 
president on the other ticket has been a director in several 
companies. Thus whether democrat or republican the Granger 
seems compelled to poll his vote for one of the modern “ rob- 
ber barons” against whom he rebelled. The fact thut even the 
timidest politicians made no objection to these “ railroad 
men” on the score of “availability” indicates that grangerism 
is no longer a power in politics; for every possible objection is 
brought forward by those who oppose a nomination, and the 
strongest object on is that the candidate, from whatever cause, 
will be so unacceptable to some of his party that they will not 
vote for him, 














Tue Proposep OnanneL Tounnev, which, if constructed, 
will be the most stupendous eng neering work in the world, 
has been seriously undertaken. Soundings with submarine 
borings to ascertain the nature of the bottom have been made 
over a considerable belt on the French coast, the soundings 
extending 17 niles seaward, to British waters, and they are to 
be made on the other side this summer. It is hoped that the 
cbalk which cr »ps out on both sides will be found to be a slrat- 
um without fault, in which case the practicability of the tun- 
nel will be considered as established. Not till then, probably, 
will any serious effort be made to raise money for the work. 
Sir John Hawkshaw, now in this country as one of the English 
judges at the Centennial, has had charge of some of the pre- 
liminary work. 


Tae Two THovsanptu Locomotive was revently completed 
at the London & Northwestern’s works at Crewe. The occa- 
sion was celebrated by giving a holiday and a day's pay to all 
the workmen, some 6,000 in number, and a banquet, which was 
attended by the directors of the company, at which were ex- 
hibited specimens of the different classes of engines used on 
the road. 





THE UNITED STAT S INTERNATIONAL EXHIBITION. 


Vu. 


CAR SPRINGS—CONCLUDED. 
NATIONAL CAR SPRING COMPANY. 

This company, which isa reorganization of the well-known 
firm of Vose, Din-more & Co., shows a greater variety of car 
springs than any of the other exhibitors. It bas specimens of 
its original volute springs made of curved steel plates, which 
are used for buffing and draw springs; Dinsmore’s spiral, made 
of fluted bars whose section resembles somewhat the outline of 
a figure 8. These are made of sizes varying from 4X4 to 8x8 
in. They are made singly and in nests of two, three, four, five, 
six and seven, and are used for equalizing bars, bearing, 
swing-beam and draw springs. Specimens of the Hebbard 
spring are also exhibited. These are made of flat bars with 
round edges coiled into spirals. The Union or Dripps’ spring 
is made of coils of round steel, % in. diameter, the coils being 
3 in. diameter X 6 in. long with six in a group and arranged in 
cast-iron caps. 

The exhibit also includes rubber spr ngs for passenger, 
freight and horée-cars, and also compounc springs—that in, 
8: rings composed of a rubber center combined with steel coils. 
These consist of a hollow rubber cylinder with steel coils on 
the inside and outside. The outside coils for freight-car 
springs are made of % in. steel and are 5*4in. diameter out- 
side. The inside coil is made of % in. steel. For equalizing 
bars such springs are made of 1 in. steel in the outside coil, 
which is 64% in. diameter and 9 in. long, the inside coil being 
made of % in. steel. 

This company also exhibits freight rubber-center springs ar- 
ranged in groups. The springs are made of % in. round steel 
with a rubber center. The coil is 14% in. diameter and 
5% in. long, and the springs are arranged with 
10 or 12 coils in a group held between cast-iron cases. 
Similar springs are made of corrugated bars  simi- 
lar to the Dinsmore spring, but with rubber centers. 
They also show equalizing bar spiral springs of two coils in a 
nest, the outer one made of 1 in. steel and the inside one of 
5% in. The outside coils are 6% in. diameter X 9 in. long. 
Buffer springs are also exhibited made of corrugated bars laid 
flat, and what is called a conical volute spring made of steel, 
the section of which resembles a letter Z. The coils are ar- 
ranged #o that the projections lap over each other, thus mak- 
ing the spring more compact than it would be otherwise. 

A number of specimens of different forms of the Cliff spring 
are ulso exhibited, and a testing machine of the same design ax 
the one exhibited by Messrs. N. & A. Middletown & Co. 

Z. COBB & BONS, 
of Wilmington, Del., exhibit their car-seat springs immediately 
adjoining the space of the National Car Spring Company. 
They are made of thin steel ribbons about % in. thick and 
rolled into coils composed of four thicknesses of steel. The 
coils are 6in. long X 8 in. wide, and rest on wooden bars 
below; and are connected together by transverse and longitu- 
dinal strips of the same steel, to which the upholstery is at- 
tached. 
THE SPIRAL ELLIPTIO SPRING WORKS, 

of No. 505 North Eighth street, Philadelphia, make rimila: 
springs, except that they are made in spirals instead of sepa- 
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rate coils. Toey have sent a machine on which their springs cars could or would study carefully some of the examples of interest of partly asphyxiated humanity it is hoped that the 


are manufactured, 
T. W. M’CLARY, 
ot the Delaware Car Spring Works, exhibits elliptic springs for 
passenger cars, locomotive springs and n st spirals made of 
round and flat bars, and volutes. There is very little to be said 
of these, especially as no means have be n provided of furnish- 
ing information to visitors. 
In the Swedish department in the Main Hall the 


FAGERSTA STEEL WORKS 
exhibit specimens of semi-elliptic locomotive and car springs 
made of Bessemer steel. All the springs sent from foreign 
countries differ frou those made here in having the ends of 
the plates cut off somewhat like a letter <_ instead of being 
hammered out thin like the cutting edge uf a chisel, which 
latter is the practice here. This difference is worth considera- 
tion by those who use and make springs. ‘The centers of most 
of the foveign springs are also secured by a bolt instead of a 
band, as is customary here. The passenger car springs are 
aiso made longer and usually of thicker plates than are used 
here. 
THE UDDEHOLM IRON WORKS COMPANY 
also show some short semi-elliptic springs 2874 in. long with 
seven plates 25% wide and 5-16 thick. 
KRUPP, 
the celebrated German manutacturer, also exhibits an assort- 
ment of locomotive and car springs. His exhibit is, how- 
ever, still in an incomplete condition, and we find it impossible 
to get any information about the wheels or springs. ‘Those in 
charge who know anything about the exhibit do not speak Eng- 
lish and those who know English seem to know little about the 
* exhibit. The same peculiarities noted about the Swedish 
sptings are also observable in Krupp’s. Those tor passenger 
cars are very much larger than are used in this country, and 
the plates are thicker and are made usually without bands but 
with simply a bolt through the center. In some cases, how- 
ever, we noticed two hght bands with screw ends similar to the 
clamps used for fastening ordinary carriage springs to axles. 
Some of the longer springs also had clamps around the plates 
near the ends, Whether this is needed in a well-proportioned 
spring seems to be still undecided. 


PASSENGER CARS. 

The passenger cars are exhibited in the annex, as it is called, 
to the Main Building, but which is not annexed at all, but is 
separated from it entirely by two lines of double-track railroad, 
one the narrow-gauge passenger road, and the other the road: 
for carrying freight to and from the Exhibition. The building 
is more generally known as the carriage department, as it is 
devoted chiefly to carriages, carriage materials and cars. 

THE HARLAN & HOLLINGSWORTH COMPANY, 

of Wilmington, Del., exhibits one 3-ft. gauge car, 38 ft. long 
over the body and 7 ft. 6 in. wide. It seats 38 people without 
a stove, the seats being arranged with a double seat on one 
side and a single one on the other. The seats, or rather seat 
ends, are of cast iron of Buntin’s pattern, and are upholstered 
with red plush, the backs being green. The inside of the body 
is fimshed with walnut, ash, birds-eye maple, with mahogany 
mouldings. The floor is neatly carpeted and the ceiling cover- 
ed with a very brilliant head lining. It is a good example, as 
head linings go, but itis to be feared that most of them are 
not examples of the most cultivated taste in interior decoration. 
The car has the usual clear-story in the roof, with Creamer 
ventilators and also sliding windows in the doors for ventila- 
tors. 

The trucks have four 24 in. wheels, with Culmer springs, but 
are without check chains—an omission, it is said, which is 
due to the hurry with which the car was prepared for the Cen- 
tennial. The outside of the car is painted a rather dark straw 
color, and the t ucks about the color of the New Jersey mud, 
which, by the way, indicates that the reason which should de- 
termine the color for car trucks, is not an esthetic but rather 
a geological one; that is, the builder should always learn the 
prevailing color of the soil over which the cars will run and 
paint the trucks accordingly. 

The same company also exhibits a “parlor” car with a body 
50 tt. long and 9 ft. 6 in. wide, with four-wheeled trucks. The 
wheels are made by Lobdell and are 33 in. diameter. 
The outside of the car is pained claret color 
with olive and gilt ornamentation. The inside is divided into 
two principal compartments, the largest one being the main 
saloon, which is provided with 20 richly upholstered arm 
chairs, and the floor covered with a red carpet. The inside 
work is finished in ash, walnut and butternut. The windows 
are arranged in pairs with a mirror between cach alternate 
pair. There are also what the ladies would call “clegant” 
mirrors at each end. The lamps are nickel-plated and are also 
“elegant.” The chairs are upholstered in crimson plush and 

covered with linen covers. At «ne end of the car is a smoking- 
room furnished with cane-seat chairs and tables. There is 
also a wash-room, water closet and porter’s room. The head- 
lining is very brilliant and produces an effect in first entering 
as though several painters were shouting at you. The style of 
the head-lining, however, conforms to the taste now almost uni- 
versal in this country; and as the builders of the car have made 
it for sale, it isnot surprising that they should conform to the 
popular usage and taste. It is, however, quite refreshing to 
compare the intemperately colored head-iinings with those 
which have been used in the cheaper cars built by the 
Penn-ylvania and Reading railroads for the Centenniul 
business which they expected. In these cars the head- 

linings are painted cool tints of gray blue or purple 

with an unobtrusive stripe around the edge or a little 
ornament put on with a stencil. ‘Lhe effect mstead of start- 
lung 18 soothing, especially in the prevailing hot weather. I 
is not said that the plainer head-linings are models of good 
taste, because they are not; but they certainly do not produce 
the stunning effect which the others do. It is very much to be 
wished that some of those who design the ornamentation of 








int.rior decoration in the toreign—especially the English—de- 
partment in the main hall. Sume ot the patterns and colors 
of the India and Persian rugs could, without much difficulty, 
be imitated in the painting of head-linings. Why do not some 
of the enterprising car-building firms or compames send their 
artist or ‘‘ boss painter” to the Exhibition with instructions 
to do this? 

‘The Harlan & Hollingsworth Company’s car is provided with 
Baker & Smith’s hot-water heater, basket-racks, nickel-plated 
lamps, and all the most recent improvemenis in car construc- 
tion, the object being to provide a car to railroad companies 
tu do the work which is now dme by the drawing-room and 
parlor cars owned by private companies, or, in other words, 
itisa car intended for first-class travel—a term which our 
democratic ideas will not permit us to use. 


THE JACKSON & SHARPE COMPANY, 
of Wilmington, Del., also exhibit a narrow-gauge car named 
Dom Pedro II, We quote from thew descriptive circular, 
which is supplied to all who may apply for it, and which is 
appended in a ncat frame at the end ot the car: 

“This boudoir and library car was built for state occasions 
and will be used on the Sao Paulo & Rio de Janeiro Railway of 
Brazil. It is the 417th car of a series built fo: a group of 45 
narrow-gauge railroad companies, and illustrates how many 
degrees of comfort and luxury are consistent with the mechan- 
ical and physical requirements of the system.” 

a” * ” ” ” * 


“The body of the car is 35 ft. in length < 8 ft. in width, 
weighs 15,800 lbs., andis so constructed tnat it can be taken 
apart in sections and stowed in the huld of any vessel: in this 
condition it will occupy 925 cubic feet, shippers’ measurement, 
in addition to 4,200 ibs. of weight goods, The wheels, of 
chilled iron, are 24 in. diameter, and have turned faces. ‘The 
gauge of the road is one metre=39% in., and the height of 
draw-head centre is 24in. above the plane of the ra.ls. The 
car is furnished with Miller platforms and Westinghouse auto- 
matic air-brakes. Its seating capacity is for thirty persons. 
We build excursion cars of the same general dimensions to 
carry 96 persons; second-class cars to accommodate 60, and 
first-class cars to seat 47 persons.” 

We cannot commend too highly, especially to other exh,bit- 
ors, this descriptive circular of the Jackson & Sharpe Com- 
pany. We believe none o; the other car-builders have any- 
thing of the kind, It is especially to be commended in giving 
the weight of the car—a piece of information which car build- 
ers usually have a great deal of reluctance in communicating. 
The narrow-gauge car of the Jackson & Sharpe Company is 
arranged with a compartment at one end furnished as a 
library and reading room. At the other end isa long saloon 
furnished with cane seats of the ordinary pattern. Between 
the two compartments are sleeping berths and dressing rooms. 
The library end is supplied with a book-case and a side-board, 
both filled with very tempting-looking material of the kind for 
which each was intended. Itis also furnished with a sofa or 
lounge and two arm chairs of ratber peculiar pattern, anda 
smull table between them, At the end are rich-looking plate- 
glass mirrors, and the clear-story windows are of stained glass. 
The sleeping apartments are perfect gems on a small scale. 
The windows of the car are arranged to drop down as in old- 
fashioned stage coaches, but the blinds are made in two sec- 
tions and raise up. At the opposite end from the library is a 
wash-room and closet. The panels of the car are finished with 
walnut buri and rosewood and mahogany mouldings. 

The trucks are of the pattern designed by Mr. Auchincloss, 
the Vice-President of the Jackson & Sharpe Company, in which 
the equalizing levers are suspended below the journal boxes by 
wrought-iron bands cast on the boxes. The equalizers have 
each two pairs of spiral springs, and the truck frames have 
wrought-iron side-plates, which are filed and polished. This, 
with some of the painting on the truck, seems to be a work of 
supererogation. The outside of the car is painted a deep red— 
almost claret color, the mouldings being black with white 
edges, the whole effect being very good. This car is finished 
in excellent taste, and shows that the person who designed it 
was not venturing into an unknown field, but had a sufficiently 
cultivated taste to avoid the frightful barbarities which are so 
often found in the decoration of cars. 

The same company exhibits an ordinary day car for a stand- 
ard-gauge road. Of this the builders have not given the same 
kind of useful information as of the narrow-gauge car. The 
wood work inside is finished in a similar way to that in the nar- 
row-gauge car. It has Buntin’s cast-iron seat ends, with nickel- 
plated arm-rests at each end of the seats. The seats have 
curved backs—a somewhat doubtful ¢ mfort. The win- 
dows all have three stops, so that they can be raised either half 
way or the entire distance, a great improvement over some of 
the other cars which have only two stops, so that it is impossi- 
ble to raise the window a short distance without carrying some- 
thing which can be used for holding up the windows, a practice 
which is recommended to travelers. 

The car is arranged with a closet for ladies at one end, and 
wash room opposite, and closet for gentlemen at the other end 
with a Baker & Smith’s heater opposite. Between each 
alternate pair of windows are long basket racks with hat hooks 
between them, At each end of the car are large plate-glass 
mirrors, so that passengers can see not only themselves but 
their neighbors in front and behind them. The seats are 34 in. 
apart measuring from centre to centre, which gives a liberal 
amount of room. The floor is carpeted all over, which must 
be a sore temptation to tobacco-chewers. The head-lining is 
somewhat less brilliant than most head-linings are, but the 
person who painted it should still cultivate a little more self- 
restraint in the use of colors. The car is provided with 
Creamer ventilators in the clear-story. These have an ordinary 
register made of slats, and over that an iron grating, the use 
of which is not apparent. It makes it almost impossible to tell 
whether the ven.ilators are open or not, and a passenger ac- 
customed to being overawed by brakemen or conductors, 
unless he is exceptionally courageous, will i;0t venture to re- 
quest either of those formidable functionaries te open the ven- 


purchaser of this car will take a hammer and smash thege 
gretings. 

The car has six-wheeled trucks of the Ashbel Welch pattern, 
is equipped with the Westinghouse automatic brake and Mj. 
ler platforms, but is without check chains. The body outside 
is painted claret color. 

THE WASON MANUFACTURING COMPANY, 

of Springfield, Mass., has sent one of the ordinary cars which 
it has built for the Central Railroad Company of New Jersey, 


It seats 60 passengers; the seats are placed 9 
in. from centre to centre, the seats themselves 
being 17% inches wide. It is finished with bird's. 


eye maple panelsinside, and mahogany mouldings and 
sashes, A very much-to-be-commended feature in the windows 
is a rack in the side of the frame with projections shaped like 
saw teeth. These act as stops for the window latch or bolt, and 
are placed 1% in. upart, so that the window can be raised that 
distance or any multiple thereof. It is an illustration of fore. 
thought for the comfort of passengers for which the company 
for whom the car was built is noted. This car shows whats 
little intelligence will do if only it is properly exercised. At 
each end over the windows are ventilators, which consist sim- 
ply of an opening with a suitable movable sash or valve by 
which it is opened or closed. These are effective at the front 
end for admitting air, and at the rear end for exhaustiug it, 
They cost very little, work well, and the money which is saved 
by their use will much more than pay for the extra cost of the 
window racks. At any rate, even without these ventilators, if 
the grates already referred to over the ventilators were not 
used, their cost would pay for the extra cost of the window 
racks, and the efficiency of the ventilators be improved and the 
comfort of passengers increased. The car has a chromo head- 
lining, bronze basket racks and lamps. It has four-wheeled 
trucks, with safety chains at one end only of each truck. This 
is an advance for the Ceuatral of New Jersey, as on most of their 
cars none are used. 
The caris painted an indescribable color somewhere between 
olive, yellow and green, and is a good example of a plain, ser- 
viceable car for every-day work. The builders have been very 
wise in discarding all kinds of ext:a finish, but have sent what 
they are doing every day, and what those who buy of them may 
expect to get. 

PULLMAN CARS. 
The Pullman Company has on exhibition two cars, ones 
drawing-room car, and the other a sleeping and restaurant car. 
These we find it extremely difficult to describe in the space at 
our disposal. They are perhaps the finest finished cars ever 
built in this country. The drawing-room car has four-wheeled 
trucks with Washburn steel-tired wheels, 33 in. diameter. It 
is finished in walnut inside, the ceiling being covered with in- 
laid wood instead of head-lining. The chairs are covered with 
g ome material of one of those colors for which only the experts 
have names. It is somewhere between the color of new bronze 
and olive. The windows are arranged in threes, one wide one 
and two narrow ones on each side of it. It is doubtful whether 
this plan is as conducive to the comfort of travelers as the ordi- 
nary plan of giving each one a separate window. The 
roof of the clear-story 1s covered with painted head- 
lining of a rather Frenchy pattern, but a very 
great improvement on the Yankee style. The chairs are 
arranged in a double row on one side of the car, and a single 
row on the other. There is a compartment for the accommo- 
dation of a party of travelers at one end, and ordinary closets 
at the other. The trucks of this car have an attachment which, 
apparently. is intended as a safety appliance in case of the car 
getting off the track. It is a shoe at ached to the tie bar of 
the truck, with a flange on the outside, so that if the wheels 
should run off the rails on the inside, this shoe would bear on 
the rails and be kept on by the flange. This at least was the 
interpretation of the meaning of the attachment which was 
evolved out of the writer’s inner consciousness, as he was 
unable to get any other aid from either the exhibitors or any 
printed matter. ; 

The eating and rleepivg, or hotel car, as it is called, has six- 
wheeled trucks, and, as already reported in these columns, bas 
paper wheels 42 in. diameter. The platforms are not intended 
to be any higher than those of the drawing-room car adjoining, 
but as they stani now the hotel car is about 14% in. higher than 
the other. The kitchen of this car seems like a child's play- 
house, and every inch of space has been utilized. 
We know by experience, however, that very excellent cooking 
is done in this space, and that it adds materially to the comfort 
of travelling long distances. 

The close proximity of the cooking arrangements to the 
sleeping appliances has, however, not very pleasant associ 
tions or significance, and indicates that there isa limit to 
which such improvements and comforts (?) may be carried. 

Below the car 1s a large ice box or refrigerator for carrying 
ice or provisions. The car has the usual appliances of West- 
inghouse brake, Miller platforms, etc. The workmanship 18 ad- 
mirable, the ornamentation is very elaborate, although we al- 
ways admire the Pullman decoration with a protest and oe 
gret that the money is not expended in ways which woul 
give so much more pleasure to passengers. 

Description of the horse and freight cars must be 
for the next article. 


reserved 





NEW PUBLICATIONS. 

Poor’s Manual of the Railroads of the United States for —" 
77, the ninth annual issue, made its appearance on the ‘est 
inst. in the usual form, but with 904 pages—60 more than a 
year. The summaries of the statistics in the Manual are giv 
in the introduction, from which we have made a selection 
on which we have based some statements both this — or 
last. The retarns appear to be quite complete for the U 
States, and to be carefully edited. Besides the table cov 
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and cars, stock, funded debt. floating debt, cost, train mileage, 
passengers and tons of freight c rried, earnings from each 


source, net earnings, and dividends for each railroad. Bailroad Earnings. 


in the United States which reports these items, the introduc- 
tion gives a tabular statement of the railroads of the world, 


showing the mileage in each country, and the number of} nenver & Rio Grande .. $32,530 $32,162 


square miles of area and the number of inhabitants per mile of 
railroad; with the mileage constructed in each country every 
five years down to the close of 1875. 

The book as issued to purchasers in two or three days will 
contain a large folded table giving much information com- 
piled from the summaries of a kind not given in the Manual 
heretofore. Not having seen it as yet we can say nothing 
more of it. , 





“@eneral Railroad Tews. 


ELECTIONS AND APPOINTMENTS. 





Nevada County.—The new board has elected John C. Cole- 
man, President; F. W. Sigourney, Vice-President; Edward 
Coleman, Treasurer; John F’. Kidder, Chief Engineer. 

Ow Engineers’ Club of the Northwest.—At the annual meet- 
ing in Chicago, June 2%, the following officers were chosen: 
President, E. S. Chesbrough; Secretary and Treasurer, L. P. 
pebowee Executive Committee, L. P. Morehouse, 8. 8. 
Greeley. 


Allantic & Great Western Mutual Life Insurance Association. 
—At the annual meeting in Kent, O., June 20, the following 
directors were chosen: J. F. Fosdick, J. T. McDonald, Sala- 
manca, N. Y.. D. 8. Dockstader, J. A. Cooper, A. L. Dunbar, J. 
H. Holway, Meadville, Pa.; T. M. Baker, Youngstown, O.; J. 
M. Ferris, R. McLaggart, Cleveland, O.;G E. Hines, 8. V. 
Smith, Kent, O.; H. A. Cooper, J. M. Mitchell, Galion, O.; T. 
H. B. Beale, Urbano, O.; John Hardy, Dayton, O. The board 
elected T. H. B. Beale, President; 8. V. Smith, Vice-President; 
George E. Hinds, Secretary and Treasurer. 


Kansas Pacific.—Mr. E. A. Parker has been , yo Gen- 
eral Passenger and Ticket Agent in place of Mr. Beverly R. 
Keim, resigned. Mr. Parker was for several years General 
West: rn Passenger ~ yr for the Chicago, Burlington & Quin- 
ey, on which he served his railroad apprenticeship, beginnin, 

as train boy; he was then General Passenger and Tickst Agen 

of the Hannibal & St. Joseph, and for two years past has been 
City Ticket Agent at Chicago for the Chicagu & Northwestern. 


Brie.—Mr. Homer Ramsdell, of Newburg, N. Y., will, by ar- 
rangement, act as Receiver during Mr. Jewett’s absence in 
Europe. 

Belleville & North Hastings.—At the annual meeting in Belle- 
ville, Ont., recently, the following directors were chosen: M. 
Bowell, W. A. Foster, H. C. Lloyd, W. Mershon, R. 8. Pat- 
terson, A. F. Wood, Belleville, Ont.; Azio Pardee, Hazleton, 
Pa. Mr. Pardee was chosen President. 

Cairo & St. Louis.—At the annual meeting in Chicago, June 
2%, the following directors were chosen: W. J. Lewis, W. R. 
Arthur, St. Louis; W. F. Whitehouse, James R. Young, F. E. 
Canda, Chicago; W. 8. Searles, Waukegan Ill., L. H. Meyer, 
New York. ‘The board elected F. E. Canda President and Gen- 
eral Manager; W. F. Whitehouse, Vice-President; W. 8. Searles, 
eoeeeery and Treasurer; J. D. Hinckley, General Superin- 

ndent, 


Rhinebeck & Connecticut.—Mr. Charles W. Bullen has been 
appointed General Freight and Ticket Agent in place of Mr. 
Louis Blankenhorn, resigned. 


St. Louis, Kansas City & Nurthern.—Mr. Robert B. King was 
appointed Assistant General Passenger Agent Junel. His 
office is in St. Lou s, Mo. 

Michigan Central. -The new board has elected Geo. F. Tal- 
man Vice-President; Rosewell G. Rolston, Secretary and Treas- 
ure ; OC. F. Livermore, A si-tant Treasurer. 

Chicago, Dubuque & Minnesota.—Mr. James G. Johnston, 
late of the Missouri, Kansas & Texas, has been appointed Su- 
perintendent of this road and the Chicago, Clinton & Dubuque. 


Virginia & Tennessee Air Line.—Col. Thon as Pinkney has 
been appointed General Agent, and will have charge of all 
assenzer and freight agencies. His headquarters will be in 
Norfolk, Va. 

Railroad Passenger & Advertising Agents’ Association.—At 
the annual convention in Cleveland, O., June 29, the following 
officers were chosen: President, V. M. Came, Chicago & North- 
western; Vice-Presidents, A. Burnham, —_ ilwaukee & 
St. Paul; J. 8. Turnbull, Michigan Central; 8. M. Mills, Pacific, 
of Missouri; Ford H. Green, Toledo, Wabash & Western; J. G. 
Manlove, Jr., Kansas Pacific; Secretary, W. P. Cooley, Union 
Pacific; Assistant Secretaries, Herman Holmes, Louisville & 
Nashville; Geo. D. Teller, St. Louis, Kansas City & Northern. 


Lewisburg, Center & Spruce Oreek.—Mr. Eli Slifer has been 
chosen President, in place of George F. Miller. The road is 
leased to the Pennsylvania. 

Michigan Central.—The appointment of Mr. 8. H. Edgerly to 
be General Master Mechanic, is officially announced. His office 
will be at Jackson, Mich. 


Alabama & Ohaltanooga.—The following changes are 
announced, taking effect July 1 : 1. Mr. R. A. Bacon, General 
Freight and Passenger Agent, who has also been acting as 

Treasurer, is relieved from the duties of Acting Treasurer. 2. 
Mr, M. E. Gray is appcinted Acting Treasurer, vice R. A. Bacon. 
ae remittances will be made to M. E. Gray, Chattanooga, 
enn, 


PERSONAL. 
—Mr. Horace Fairbanks, of the great scale making firm of 
Fairbanks & Co., of St. Johnsbury, is the Republican candidate 
tor Governor of Vermont. 


—Hon. Samuel J. Tilden, who is the Democratic candidate 
for President of the United States, is widely known as a lawyer 
“hose special practice has been chiefly in railroad and corpora- 
tion matters. He made himself a good reputation 20 years ago 
by his conduct of the great Cumberland coal] case, the suit of 
the Pennsylvania Coal Company against the Delaware & Hud- 
son Canal Company and other intricate cases of corporation 
law. His later connection with the St. Louis, Alton & Terre 
Haute, the Chicago & Northwestern, the Cleveland & Pitts- 
burgh, the Pittsburgh, Fort Wayne & Chicago and other com- 
panies is well known. With all the last named companies and 
some others he is connected as director or trustee. 

—Mr. Beverley R. Keim has resigned his tion as General 

‘enger Agent of the Kansas Pacific and will retire as soon 
48 his successor is appointed. Mr. Keim has been a very ener- 
getic and pushing officer, has been very successful in forward- 
ing the interests of his road and has made himself one of the 
t known passenger men in the United States. 
Mr. Louis Blankenhorn, tormerly of the Southern Minnesota 
for some time past Auditor of the Ulster & Delaware road 
and Auditor and General Freight and Ticket Agent o: the 
Rhinebeck & Connecticut, has resigned his position as General 


N ARNINGS. At present rates the ch including freight and com 
be ag bs ™ sions on a bushel of wheat from Dallas Tex. to St. Louis, va 
ar eS hg te Ry ty hn 
Z cents. 8 tho’ e ra m to Gal 

ings for various periods are as follows: will have to be tetmeed somewhat before any large dinmaale 
Month of April : can be secured, 
Inc... $368 ~—-1.1| Grain Movement. 
20,352 18,029 Inc.. 2,223 11.2 For the week ending June 24 receipts and shipments of grain 

— | of all kinds are reported as follows, in bushels : 


1876. 1875. Inc. or Dec. P.c. 
































Net earnings......... 12.278 $14,133 Dec.. $1,855 13.1 1876 1875 I 
re ° nevease. P. c. 
Per cent. of expenses. 62.25 56.06 Inc .. 6.19 11.1 | rake ports’ receipts........ 3,886,980 2,621,882 1,965,008 48.3 
Five months ending May 31 : Lake ports’ shipments...... 4,926,760 2,732,441 2,194,319 80.3 
Cleveland, Mt. Vernon Atlantic ports’ reoeipts...... 5,231,247 2,691,286 2,539,961 94.5 
Ree $150,550 $163,763 Dec.. $13,213 81 Of the shipments from lake ports, 444% per cent. was by rail 
Three months ending March 31 : in 1876, against 38 per cent. in 1875 and 16% per cent. in 1874. 
Col., Chi. & Indiana Cen- Chicago receipts and shipments for the week ending J 
| aS $905,839 $873,727 Inc.. $82,012 3.7] were: . ‘ ’ —* 
Expenses ..........++ 749,677 733,517 In>.. 16,160 2.1 1876. 1875. Increase. P.¢ 
rt OTTO ETT Te 2,099,213 1,094,565 1,000,648 91.0 
Net earnings ......... $156,062 $140,210 Inc.. $15,852 11.3] Shipments.........-..+.6 2,074,358 1,288 085 : 7 
Per cent. of expenses. 82.77 83,95 Dec.. iss 1) - ’ — | 
Month of March: The receipts are a little greater and the shipments nearly 30 
haa. & teh per cent. less than for the preceding week. Fora series of 
American..........+. EERE GR Oe .... | Weeks these have been. 
Expenses ...........+ BESSA neces cece cevccveces «+ «eee | Week ending— 1 Shipments. 
— | May 14 sees 989,768 pet ata 
Net earnings......... B19,241 nce eecee cocccceececvcens o"'e 1,837,309 
Per cent. of expenses. GDBT .cccccccce seovcvccccccvecee sees “  27.. 1,731,641 
Month of May: ree a. urvolera 
Atlantic & Great West’n $321,073 $292,602 Inc.. $28471 9.7] « 47°" 3,138,440 
Cleve., Mt. Vernon & ©. isn vey 2'809,792 
_ Sea, $32,857 = $38,825 Dec.. $5,968 15.4) Jaty dois cc ccececeereeseceeeeseees 2,099,213 2,074,358 
Third week in June : Total f k ‘ 77.173,103 a 
Atchison, Topeka & San- ‘o OY B WOK, .... ces cereeceees ,773,1038 19,696,326 
ee $50,300 $26,030 Inc.. $24,270 93.4 Average for 8 week#....... ss+eeees 2,221,638 2,462,061 
Denver & Rio Grande, Buffalo grain receipts up to June 30 were as follows : 
pala Line Lasmacrian’ $8,172 7,111 Inc.. 1,061 14.6 1876- ~ |) | 
ver Rio Grande, Flour Grain t lour., Grai "a 
. . " Dn. 
Trinidad Extension .. BOND cccvasdctn  490s00e0cerrts +s see. | By Jake.....ecee 168,384 14,417,928 270,188 11,529,765 
Michigan Central ...... 116,400 114,579 Inc .. 1,821 1.6! BY Lake Shore & rd 
Ohio & Missiesippi..... 81,721 71,764 Inc.. = 9,957 13.9) “Mich. South’n. .,.644,600 6,650,700 335,700 4,878,300 
Week ending June 9 : Be 
Great West’n, of Canada £14,939 £14,852 Inc.. £87 «0.6 Totals......... 712,984 21,068,628 605,883 16,207,665 
Week ending June 10: Showing an increase this vear of 17.7 per cent. in flour and 30 
hits £26,200 £35,900 Inc. £300 0.8 | Percent. in grain. The lake receipts this year were 23.6 per cent. 
= nape eae of the flour and 68.4 per cent. of the grain. The shipments for 
‘n 4 a and poe ; the same period were as follows : 
Trea estern, 0! Jan- 

. 1876. 1875. Increase. P. 
ada...... steeteee tees £14,364 £14,728 Dec.. $364 25) 5. at bushels 4,027,156 4,672,698 454,608 19°7 
Week ending June 17 : Sr Muadeodkbectecsedeneane 8,710,193 7,225,831 «1,486,562 20.6 

Grand Trunk .......... £34,800 £34,700 Inc.. £100 0.3 que co que 
Geel Mewement WOOD bons cecccccdsneseess se 12,737,849 10,795,929 194140 16.0 
. , P The rail shipments were 81.6 per cent. of the whole 
‘ —_ tonnages are reported for the week ending June 24 48 | 9 painst 33,1 oer cent. in 1875. P this year, 
‘ollows : ; al . . 
1976. eo, ae Te Baltimore receipts for June were as follows : 
Anthracite ...........-..se00+- 95,909 386,060 Dec..290,161 75.1 1876. 1875. Inc, or Dec. P.o. 
Semi-bituminous, Broad Top.. 3,373 ..eces. ceeeeeeeenes .... | Flour, barrels,............. 69,180 363 Inc.. 817. 09 
“ Clearfield... 23806 23,367 Inc.. 449 1.9 Wheat PYTTTTITT MTT TT TTT , 104,414 595.505 Dec, . 491,001 82.6 
“ Cumberland. 42,901 62,410 Dec... 19,509 3'.B | COPM.... .---eeeeeeeeeeeeees 8,117,906 647,629 Inc,.2,570,277 469.3 
Bituminous, Barclay.......... 5,106 7,358 Dec.. 2,187 29.6 Other GTAIM 2.00 cccccccccccs 74,0 0 77,093 Dec.. 8, 48 


- Allegheny Region 4,529 





39,924 Dec.. 5,597 14.0] Total 





a Western Penne. 99,798} 99924 Dec.. 5.507 14.0) Total ..........0ccereeeee 3,097,630 1,618,461 Inc..2,079,109 198.6 
Anthracite production was partly suspended during the week: , For the six months ending June 30 the receipts were as tol- 
ows: 
The Delaware Peach Traffic. 0 gitt,, 1875. Ine. oF Deo. 9. 
A statement prepared from a careful canvass made by the | Flour, barrels........... FS 35, ec., 66,489 17.7 
station —_ Mt the Delaware Division, Philadelphia, Wil- Grain, busheis,... ....+. 16,247,162 7,511,612 Inc. .8,735,550 116.3 
oo newe . Tous the Collowing cattmate of Total, bushels..... 19,904,080 10,822,740 Inc..8,48.,350 784 
‘ Baskets, | Flour being reduced to wheat in the totals. 
Main Line, Delaware Division............scceeeeeeeeeeeeeee 1,018,750 

Kent County and Queen Anne’s & Kent R.R..... 6... eeeeee 250,00: Lake and Oanal Rates. 
Maryland & Delaware R. R.......seeseeeeeeecerereeseerenes 100,000] During the past three weeks hardly any changes in grain 
——— | rates have been reported, the quotations being 24% cenws for 
ED codec pcicdcnednenssacabegnsindbaesssssebenseanee 1,368,750 | wheat and usually 2 cents for corn from Chicago to Buffalo, It 
This is about 2,750 car-loads, being about one-third of last | is noticeable, however, that few quotations are made tor wheat, 
year’s shipments. and the difference between corn and wheat as quoted is so great 
Present Profits on the Erie Oanal that it is questionable whether 2% is really got for much of the 


_. _ | wheat. Canal rates have been 6 cents for wheat from Buffalo 
The Buffale Hxpress says: ‘‘ Why canal boatmen persist in| to New York most of the time, but a 5% rate has been re- 
running their boats at the present low rates, especially those | ported, and frequently boatmen were reported to be “asking” 
towing in the line, is beyond mathematical comprehension. by Rates on coal from Buflalo to Chicago are recently re- 
There is no possible way of demonstrating by figures that even | ported at 30 to 40 cents per ton. 

expenses can be made, saying nothing of profit, On the con- F 
trary, as the following carefully prepared schedule of items Ocean Preights. 

shows, there is a certain loss of $110 and over on each round| Recent shipments from New York have been at 6%d. and 7d. 
trip made to New York and back, carrying to tide water an av-| per bus el for grain by steam to Liverpool; 9d. by sail to Cork 
erage cargo—say 7,800 bush ls of wheat—and returning to | for orders, and for petroleum 5s. 3d. per barrel from New York 
Buffalo light. In this no account is made for repair bills “nd | to the Cattegat, and 6s. from Richmond to the Baltic. The 
shortages of cargo, the latter of which will average ten dollars | difference in Richmond rates is but 94. per barrel. 

per trip: i 








1B OM WORE ANACATTO..... c-cecccccccccccccscevsevsesevces $168 36 
Eestenen, pes; commabitnah, S000. s.c5....-..scccsecesees: $8 82 THE SCRAP HEAP, 
Towing in Buffalo, $2; trimming cargo, $7.H0......---++++++- & 2 untlhibdint 
D cana. OWD ccccc creer rere eee eee eee eeeee ae eeee eeeee . 
River towing SME TETatr nas vo fendcuncoeomenooneten 29 00 | Railroad Manufactures. 
Unloading in New York ........ceseceececenceeeecreeesseeeee 39 00| The indianapele Rolling Mill has begun work on a contract 
River towing UP .....c.cesceeccercccececccsscerenssssneesens 15 00) to re-roll 2,000 tons of rails for the Cincinnati, Hamilton & 
wae My rg seeees MPTTTTTITITT TTT 3 ~ Dayton. 
OL] OT DOBE UP cncecccecererererr eee eater ee eee eee eeeaeeeeee ‘ 
Captain and ac WE Want WA... 2. oneasaceceteceness 100 00] on Union Tron Works at Buffalo, N. Y., employ about 300 
$562 08| Cedar Point Furnace, in the Lake Champlain iron district 
Less freight on 7,800 bushels wheat at 5% C........++eeeereee $448 50 | in New York, is in full blast, making 50 tons per day of No, 1 
~ ig. 
TOBB. cccccccccccccccccccscccevccecsevece b+ sétaeeomines $112 58 P Fine oe yas ¥ e. Aibeng . —~ eee Iron & Steel 
: Works. at Troy, N. Y., is busily employed. 
Bailroad Trafic. of through freight east over the Central The Valcan Lron Works, at St. Louis, have contracted to fur- 
Pacific were as follows: nish a large quantity of iron rails for the Galveston, Harris- 
Tons, | burg & San Antonio road, 
Gan FANcieco 2.0.0.0. cccccccccvccccccsccccessecesccevcossceees 5,844] Miller, Jamieson & Co., at Cleveland, O., are building several 
Interior points ..........6eseees bbieb besa seces sduckeneeedure 515 | iron truss highway bridges. 
: The ceieage Engineering News says: “J. H. Burnham, agent 
Patel... . .inseeedvesiasveesecernss von serssacnepsopensnnmens 6,359 | or the King Lron bridge Co., of Cleveland, O., has recently 
The leading item was wool, of which 4,652 tons wete shipped, | closed a contract with the town of Roscoe, Winnebago Conaty, 
being over 73 per cent. of the whole. IIL, for a tubular arch bridge to replace a Truesdell iron bridge 
: which fell a few weeks ago.” 
Erie Oanal Traffic. 


. : Work in the Union Rolling Mill at Chicago has been tempo- 
The traffic of the canal at Buffalo from the opening up to| rarily delayed by a strike among the steel rollers. 


June 30 was: The Massillon (O.) Lron Bridge Company has some contracts 


1876. 1875. Increase. P.c.| for highway bridges. 
Tolls received......+--+++++++ os a. ss = se The Cleveland tO.) Review says: ‘“The contract for building 
Boats cleared.....- +--+ «--+++ ’ oe P | the bridge over the South Branch of Tunkhannock Creek, in 
The canal opened May 4 in 1876, and May 18 in 1875. Scott Township, Luzerne County, Pa., was awarded last week 
Galveston as a Grain Port. to the Wrought Iron Bridge « 0., of Canton, at $12.45 per foot 


The Galveston News says: “The figures show the freight and $100 for the abutments.” 


ae “ The Hopkins Bridge Company, of St. Louis, has just put up 
and charges on 100 pounds wheat between places named : on the Little Rock & Fort Smith road seven Howe truss 








Freight and Ticket Agent of the last-named road. 


Dallas to Galveston...... c-cecececccercccceeeceeeeeresesuusees 93246 bridges, having nine spans of 1,061 feet total length. There 
Galveston to New York......sccccececceccececrccscceseseesege * were 1 in the construction of these 325,000 feet, board meas- 
ae nt iron Dallas to whatt at New York. ....-sscc2... 814 | WF@ of Arkansas pine; 99,000 pounds of wrought snd 49,000 
unds of cast iron. 
Total irel a trom Dallas, via Galveston’ to Liverpool... pede 2 % Pithe je) meg Air Brake Company's Works at Pitts- 
Dallas to Baltimore, via Chicago, about..........++e-eeeeeseceee 72% | burgh, which have been running extra time, are now back on 
Baltimore to Liverpool......-.+seecesccescsecseene saseececees - 28 | ten hours per 5 again. 4 
Dallas to Liverpool, via Baltimore......-.00+cc00 seeseeseseeeee 9536) The Brooks Locomotive Works, at Dunkirk, N. Y., have 
“The above rates over water are by steamers. recently sold a tank engine to the Barclay Railroad ; two nar- 
“The railroad rate from Dallas to Galveston, 3214 cents per | row-gauge engines to the Emlenton & Shippenville road ; two 
100 lbs., includes freight from my depot to the rae h... aoreren Ha Ky BA an me, — Se 
v in. cylinde B 3 » 
—— wraetorbaneicincarhy fi a0 ages They lately shipped tno engines to the Anderson, Lebanun & 
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St. Louis, and have several to build for the Lafayette, Muncie 


Bloomington. 
The American Bridge Company, of Ch has secured the 
contract for the La Crosse over the “Miseton at $92,- 
735 for a Pratt truss bridge, to be finished by Dec. 1. 
company has the contract for furnishing all the iron work, 
above the first ney 4 for the United States Post Office and Sub- 
Treasury building in Chicago. 
Ravid Oar Building. 

gym a discussion upon Messrs. Burrel and Valpy’s paper 
on “ Railway Rolling Stock,” before the Civil ard Mechanical 
Society recently, Mr. R. M. Bancroft, of the Great 

eers’ staff, and the Senior Vice-President, said 

that the Ash Railway Works at Openshaw, Manchester, 
built a covered goods van complete in one working day. All 
the iron work, bolts, axle boxes, wheels and axles were manu- 
factured from pig-iron,and the woodwork cut out of the lo 
and deals. Four tons five cwt. of -iron, four logs of tea 
wood, and 26 deals were the materials from which the work 
was done. The work commenced at 7:15 a. m. and wa» 
finished at 6:35 p. m., 11 hours 20 minutes, and the van, quite 
complete, was then loaded with ordinary merchandise and for- 
warded to London by 7 o’clock ordinary goods train. It was 
unloaded next morning at King’s-cross station, and then con- 
veyed to the Exhibition Building, South Kensington, where it 
arrived by 10 o’clock in the ‘orenoon, ur within 27 hours of the 
time when the work was first begun. 


Oompound Oylinder I ocomotive, 

Engineering says: “A compound cylinder locomotive is at 
trial on a French railway. It is the first of a set of similar en- 

ines made for the Bayonne-Biarritz Railway Company by MM. 
Schneider & Co,, Creusot, on the improv compound 
principle patented by a Swiss engineer, Mr. A. Mallet. These 
engines have only two cylinders, the small of 9% in. and the 
large one 16 in. in diameter; stroke 173% in.; normal gauge; 
boiler re, 150 lbs.; weight in working order, about 20 
tons. In the ordi circumstances the steam is admitted 
«nly in the small cylinder, and expands in the other; but when 
starting or when a munch larger amount of power is required, 
as on a at gradient, each cylinder works with separate ad- 
mission ng exhaust. Besides the saving of fuel expected, the 
capital object is the reduction of aoating surface, in the above- 
mentioned engine that surface being only 516 square feet.” 


Engineers’ 
North rn 








OLD AND NEW ROADS. 


Lake Shore & Michigan Southern. 

At a meeting of the board held in New York, July 1, the 
following statement from the Auditor, covering the six months 
ending June 30, was presented : 








1876. - Py Se Sr 

Gross earnings.......+++ $7,004,000 $6,920, ne. , 2 

Operating — ¢ and taxes. 4,594,000 5,467,000 Dec. 873,000 16.0 

Net earnings...... $2,410,000 $1,453,000 Inc, $957,000 65.9 
Interest, rents and divi- 
dend of ist August on 

guaranteed stock...... 1,375,000 1,405,000 Dec. 30,000 2.1 

Balance ........+.+- $1,035,000 $48,000 Inc. $987,000 2,056.3 


“During the pa-t six months about 6,000 tons of steel rails 
have been substituted for iron. The cost of the substitution 
was all pad out of current revenue, and is included in the 
amount of e ses above stated. By this means the fund - 

licable to such subs ile os = in a pu 
ished on 5th January remains unimpaired, 
rhe company has no floating debt or outstanding obliga- 
tions in that nature. 

“During the past six months the bonded debt has been re- 
duced $125,000 by the purchase of that amount of bonds as the 
half year’s requirement of the sinking fund; and now compares 
with 1st January last as follows: 

At this date........+++- ie nanecceetsnatc +otenvdrenns $36,125,000 
On Ist January, 1876........- nagesecetecosccesonsesoees ++» 36,250,000 

“The road, machin and property have been, in all re- 
epesta, fully Raloainel 9 their high standard condition, and 
i reapects materially improved.” 

"The board thereupon sonanel to declare a dividend of 2 per 
cent. for the half year, and to make it payable Aug. 1. 


Railroad Progress in Peru. 

Mr. Henry Meiggs has submitted to the Peruvian Govern- 
ment a proposition for a new contract. He offers to build, in 
three years from the date of the contract, the unfinished 
section of the Lima & Oroya road to the Oroya, and further to 
extend it from that point to the great silver mines of Cerro de 
Pasco; also to build a tunnel which shall drain those mins 
very much below the level of the present drainage tunnel, 
which now limits the working. In return he asks to receive, 
according to Peruvian mining law, the right to the body of ore 
between the present lowest tunnel at Cerro de Pasco and the 
proposed new tunnel; also the right to enter and possess the 
abandoned and worked out mines there and such new ones as 
have been and may be discovered on the line of the Oroya Rail- 


road and its proposed extension. 
Railway Passenger and Advertising Agents’ As- 
sociation. 

Tho annval convention of this association was held in Cleve- 
land, O., June 28 and 29. A a ber of bers were 
»resent and letters were received from others. The President, 
Mtr, W. A. Cromwell, of the Lake Shore & Michigan Southern, 





delivered an address setting forth the objects of 
the association, which are chiefly the cultivation 
of a mutual acquantance amon the members 


and the securing of a general co-operation in their labors. 
The usual routine business was transacted and officers elected 
for the ensuing year. On the second day the convention 
called, b invita jon, upon Mr. 8. F. Pierson, General Passen- 
ger and Ticket Agent of the Cleve.and, Columbus, Cincinnati 
& Indianapolis, who made an somortete address, in the 
course of which he commended h ghiy the objects of the asso- 
ciation. 


Alabama & Ohattanoo, 


ga. 

In Lendon June 21 a meeting of the holders of endorsed 
first-mortgage bonds was held. The report of the committee 
was read and adopted, and the meeting voted to approve the 
arrangements core for securing the possessi n of the road to 
the bondholders. A committee of five was appointed to oy 
out the pane “te anda considerable part of the $200,( 
needed was subscribed. 


Utioe, Ithaca & Elmira. 

It is sa d that the recent changes in the mangement denote 
a closer connection with the Tioga Ra Company and the 
coal interests represented by that com and the Fall Brook 
Coal Company. It is also said that the Elmira & State Line 
road, whichis to connect this road with the Tioga and the 
Cornin Cowanesque & Antrim roads, will now be pushed to 
completion. 


Atchison, Topeka & fanta Fe. 

The directors of this company have issued a circular + tating 
that they have not the means to meet the coupons on their 
notes due July 1, 1882,in full, and they therefore propose to 
pay one-half of said coup nsin cash and the balance in scrip, 
payable July 1, 1882, with 7 per cent. interest, payable 


annually, giving the holders of the notes the opti-n of ex- 
changing them for the consolidated bond at the face value. 


Chicago, Olinton & Western 
A Davenport (Ia.) dispatch, dated June 28, says: “ A consul- 
tation was held in this city t y by prominent business men 
of Towa City and Clinton in regard to the ge of the 
Chicago, Clinton & Western Railroad. The hearing of the ap- 
ae to Judge Thayer for a receiver was postponed to 
July 27.” 


Chicago, Danville & Vincennes. 

Thre United States Circuit Court has refused the application 
of the company for an extension of time for taking testimony 
in the foreclosure svit, for the reason tha it was not shown 
that any new facts could be developed by new testimony. Ar- 
gument on the Master’s r port is yet to be heard. 


Atlantic & Great Western. 

The Cleveland Hera'd of June 30 says: “The case of the 
United States Rolling Stock Company against the Atlantic & 
Great Western Railroad Company bas been on trial for about 
two weeks, at Akron, 0., before Judge Tibbals and a struck 
urv. 

“The suit was founded on the contract between the two com- 
panies made in 1871, under which the rolling stock company 
furnished the railroad company with about 3,000 cars and 60 
engines at a rental which, if paid, was calculated to transfer 
the earnings of the railroad company to the rolling stock com- 
pany. 

** The railroad company bad paid about #1,075,000 and the 
rolling stock company claimed about $2,000,000 more for 
renta), damages, etc. The railroad company defended and 
claimed that the contract was void for fraud, and that a 
balance was due to 1’. 

** Judge Tibbals charged the jury that the contract was void, 
from the fact that it was made five directors of the rolling 
stock company acting at the same time as directors of the rail- 
road company, and that the two companies had the same per- 
sons for their president and cther officers respectively, and 
directed med py to fix the rental on a quantum meruit. The 
jury returned a verdict in favor of the rolling stock company 
a $115,748.09 on Friday afternoon, after being out about three 

ours.” 


Toledo, Tiffin & Eastern. 

This road was to be sold July 3 under a decree of foreclosure 
ranted by the United States Circuit Court. It is 2444 miles 
ong, from Tiffin, O., to Woodville, and is leased and worked 

by the Pennsylvania Company. The amount of first-mortgage 
bonds outstanding is $861,000. 
Wilmington & Reading, 

Notice is given that this road will be sold at foreclosure sale 
in Philadelphia, Oct. 2. The sale wi'l include the road from 
Wilmington, Del., to Birdsboro, Pa., 63 miles, with all the 
equipment and appendages except the franchises in the State 
of Delaware. 

The bondholders’ committee gives notice that no signatures 
to the agreement can be received or bonds deposited after 
July 6. 

Pennsylvania. 

The London, Asiatic & American Company, which, with its 
predecessor, the firm of F. Wiggin & Co., has been for 25 years 
the financial agent of this company in London, is about to 
withdraw from business. The board of directors has therefore 
sent Mr. Edmund Smith, Second Vice-President, to England, 
for the purpose of selecting a new agent, and also of consider- 
ing the expediency of establishing an office of the company in 
London, to be in charge of one of its own officers. Mr. Smith 
will return about Sept. 1, when the question of appointing an 
agent or establishing an independent office will be Necided: 

The Philadelphia Ledger publishes the following figures, 
which cover the four months endiug April 30 and all the lines 
east of Pittsburgh and Erie, including the leased lines in New 









Jersey : 
1876. 1875. Increase. P.c. 
Tons freight carried. . 4,978,304 4,122,660 856,644 20.8 
Tonnage mileage...... 629,747,217 553,228,988 76,518,229 13.8 
Passengers carried..... 4,508,244 4,188,193 $20,061 1.6 
Passenger mileage..... 100,218,999 97,436,366 2,782,633 2.9 
Passenger earnings.... $2,980,204 $2,939,964 $49,240 1.7 
Freight earnings...... 7,231,466 6,877,038 354,428 5.2 
DOU. cosccccsecss $10,220,670 $9,817,002 $403,668 1 
Increase Delaware & Raritan Canal............... 56,027 e066 
INE cnc cckcde obsbds bexasure cede $458,695 


It also stated that the increase in May, the first month of 
the Centennial, over the same month in 1875, was over $350,000, 
being about $100,000 more than was expected. 


Railroads in Buenos Ayres. 

The message of the President of the Argentine Republic, 
made to its Congress last Spring, has the following passage 
concerning the railroads of the country: 

*: Bo et ct map are men’s minds with the crisis and the 
passions of party strife, that no one thinks for a moment of 
railways, yet never was the spread of such enterprises greater 
than at present. The second section of the Andine line was 
opened to the public last October. The last station is at the 
old frontier fort of Villa Mercedes. This line measures 255 
kilometres. and is the property of the nation. The Cordoba & 
Tucuman line suffered much from the heavy rains, but was 
never interrupted a single day. There are already 416 kilo- 
metres open to traffic. The materials for the rest are on 
the spot, and ere you will have closed your sessions the 
locomotive will have entered the historic and beauteous city 
of Tucuman. The Primer Entreriano has been almost re-made 
from the extra materials of the Tucumanline. The Campana 
line, just opened, is 76 kilometres long, and enjoys a national 

uurantee. Nor have the provincial authorities been behind- 

and. The Great Southern extension to Azul is all but fin- 
ished, while the long-talked-of branch to Bragado from Chivil- 
coy is at length begun. The returns of the Central Argen'ine 
for 1875 exceeded the 7 per cent. guarantee by $160,000, which 
has been ag the Treasury. The incr ase of traffic is worthy 
of note. In 1874 it carried 78,00) tons cargo, while last year 
it exceeded 113,000.” ‘ 


Toledo, Wabash & Western. 

The benpees d say train from New York to the St. Louis 
convention made the trip in 36 hours by way of the New York 
Central, the Lake Shore, and the Toledo, Wabash & Western. 
Over the latter road, from Toledo to St. Louis, the run was 
made in 11% hours, or at the rate of 87% miles per hour. 
There were eight heavy Wagner cars in the train, so that the 
train was a heavy one; but on every division of the road the 
ro were equal to it. The entire distance from New York 
to St. Louis by this route is 1,170 miles, so that the average 
speed was 3244 mils per hour—30 miles an hour from New 
York to Toledo and 37% from Toledo to St. Louis. 

There were several special trains to the co vention over this 
road, which seems to keep up its reputation for guod work in 
spite of its financial embarrassments. 


Southern Pacific. 

The San Luis Obispo (Cal.) Tribune of June 17, says: “One 
of our most prominent citizens, who lately returned from San 
Francisco, informed us on Tuesday last that he had while in 
the city a long conversatien with the Southern Pacific people, 





who say: ‘If ae grants us the right to change our route 
from that via Hollister to Bakersfield to that via San Miguel, 





ee 
— 


we will at once commence the extension of the road from Sole- 
dad to San Miguel, and push it through as soon as possible,’ 
This is a change in the interest of San Luis Obispo, and one 
that every voter and taxpayer should work and vote for. Onr 
informant says that should this change in the alignment of the 
road occur it will be continued down the coast by way of San 
Luis Obispo, Santa Barbara, and San Buenaventura, to Lyon 
Station, thus forming a direct connection between all the const 
towns and San Francisco.” 


Dividends. 

Dividends have been declared by the following companies : 

Camden & Atlantic, 2 per cent., quarterly, payable July 15, 

Philadelphia & Reading, 34% per cent., semi-annual, on pre- 
ferred stock only, payable July 25. 

Berkshire (leased to Housatonic), 13% per cent., quarterly 
— July 10. ’ 

hicago, Iowa & Nebraska (leased to Chicago & Northwest- 
ern, 5 per cent., semi-annual, payable July 1. 

Concord & Portsmouth (leased to Concord), 3% per cent, 
semi-annual, payable July 1. 

Granite (leased to Old Colony), 4 per cent., semi-annual, 
payable July 1. 

orwich & Worcester (leased to New York & New England) 
5 per cent., semi-annual, payable July 10. 

Old Colony, 3 per cent., semi-annual. payable July 1. 

Pittsfield & North Adama (leased to Boston & Albany), 8 per 
cent., semi-annual, payable July 1. 

, ee & Worcester, 4 per cent., semi-annual, payable 
July 1. 

Ware River (leased to Boston & Albany), 3 per cent., semi- 
annual, payable July 5. 

Worcester & Nashua, 2 per cent., semi-annual, payable July 
1. This company drops from 3%, having previously paid 5 per 
cen . semi-annually. 

New York, Providence & Boston, 24% per cent., quarterly, 
payable July 10. j 

ittsburgh, Fort Wayne & Chicago, 1% per cent., quarterly, 
on the specia! guaran'ced stock, payable July 1. Also, 1% per 
cent., quarterly, on the regular guaranteed stock, payable 
July 5. 

augatuck, 5 per cent., payable July 10. 

Panama, 3 per cent., quarterly, payable July 15. 

Paterson & Ramapo, 34% p rcent., and Paterson & Hudson 
River, 4 per cent., both semi-annual and payable July 6. Both 
are leased to the Erie. 

Lake Shore & Michigan Southern, 2 per cent., semi-annual, 
payable Aug. 1. 


Central Pacific. 

A contract his been let to Knox & Turton, of Sacramento, 
Cal., to fillina number of the trestles along the line. The 
great trestle at Newcastle is to be replaced by a solid fill, as 
also are those at Secret Ravine and several other points. This 
work will take some time to complete. 


South Pacific Ooast. 

Work is progressing steadily on this road, which is to extend 
from Dumbarton Point, Cal., southward through Alviso, S:nta 
Clara and Los Gatos to Santa Cruz. The track has been laid 
for six miles from Dumbarton Point. The company has 30 cars 
ready and 10 more are being built. 


Monterey & Salinas Valley. 

A large force is at work repairing the damages done by 
freshets, and the road was to he ready to resume the running 
of trains this week. A temporary bridge is being built over the 
Salinas River, to be replaced by a permanent structure during 
the Summer. 


Hearne, Belton & Western. 

An effort is to be made to secure the construction of this 
road from Hearne, Tex., to Belton, 5? miles. A survey of the 
lie was made several years ago, and it is es.imated that it 
can now be built and oeee for $16,000 per mile, The 
country on the line is well settled and produces a good deal of 
cotton, wheat and corn. The charter of the road grants it 16 
sections 0! State land per mile. 


East Line & Red River. 


The iron and fastenings for the section now under construc- 
tion have been contracted for in St. Louis. Arrangements 
have also been made for an engine and some cars. 


Indianapolis, Cincinnati & Lafayette. 

In consequence of the legal difficulties and other troubles 
arising from the proposed building of the cut-off above Law- 
renceburg, it has been abandoned for the present. 


Anderson, Lebanon & St, Louis, 


The crossing of the Indianapolis, Peru & Chicago road at 
Noblesville, Ind., has been put down, and work is in progress 
west of that place. 


Gulf, Colorado & Santa Fe. 


Work on this road is steadily progressing and the second sec- 
tion of five miles is completed. Application has been made to 
the Galveston County Court for the issue of a corresponding 
amount of the bonds voted to the road. 


Dallas & Palestine. 

The importance of the construction of this projected line is 
being strongly urged and an effort made to secure its construc- 
tion. It is to run from Dallas, Texas, southeast to Palestine, 
on the International & Great Northern. It will run to the east 
of the Trinity river, and be about 100 miles long. It is, how- 
ever, not the only projected line covering the same ground. 


Austin & Lampasas. 

About $60,000 of stock in this projected narrow-gauge road 
has been taken at Austin, Texas, and it is proposed to put un- 
der contract a section of 15 miles from Austin westward. 


Oentral Vermont. 

The directcrs announce that they have decided for the pres- 
ent to suspend the payment of interest on all the securities of 
the trust. They also announce that they are at work on a plan 
of compromise and adjustment which is shortly to be submit- 
ted to the holders of the various classes of securities. In view 
of this and also of the fact that the floating debt has been 
largely increased by the late settlement with the Rutland Com- 

any, the present suspension is deemed best. They hope to 
cave the plan prepared so that it can be agreed to and carried 
into effect by Nov. 1. 


Qincinnati Southern. 

The tructees will receive at their office, No. 70 West Third 
streot, Cincinnati, O., until July 11 bids tor the following work : 
Grading and masonry of sections 248, 249, 250 and 251, division 
I, all in Hamilton County, Tenn.; iron trestle over Fishing 
Creek in section 59, division D., in Lincoln County, Ky., 27 
feet long, of which 90 feet is under 30 feet high, 120 feet be- 
tween 30 and 60 feet high, and 60 feet trom 60 to 90 feet high; 
iron bridge and trestle over Pitman Creek, in section 82, divi- 
sion E, in Pulaski County, Ky., the bridge being one span of 
100 fect, the trestle 300 feet long, of which 120 feet is less than 
30 feet high, and 180 feet from 30 to 60 feet high. Plans and 
specifications can be seen at the office. 


The Illinois Tax Cases. 

In the Umted States Circuit Court in Chicago, June 26. in 
accordance with the decision of the Supreme Court the in- 
junctions against collectiun of taxes were dissolved in pen 
following cases: Chicago & Alton, except as to tax on capita 
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stock of the leased lines; Pittsburgh, Cincinnati & St. Louis ; 
Pennsylvania Company ; Indianapolis, Bl & Western ; 
Chicago & Iowa ; Chicago & Northwestern ; cago, Danville 
& Vincennes ; Chicago, Milwaukee & St. ; Peo Pekin 
& Jacksonville ; Chicago, Pekin & Southwestern ; estern 
Union; Chicago & Paducah ; Michigan Central, as to tax on 
Joliet & Northern Indiana capital stock. . 

ment was heard in the Toledo, Peoria & Warsaw case, 
counsel seeking to — that the capital stock was absolutely 
worthless and could not have any value for taxation. 


labama & Ohatanooga. 
— repairs of the southwestern end of the road are about 
cimmteted, and trains were to begin running again through 
from Chattanooga, Tenn., to Meridian, Miss., on or about 
July 4. 


Boston, Olinton, Fitchburgh & New Bedford. 

The Boston Advertiser says: ‘It is understood that about 
11,150 shares, or very near two-thirds of the whole stock of the 
New Bedford Railroad Co., does not go into the consolidation 
with the Boston, Clinton & Fitchburgh, but is presented for 
redemption. The total shares voting against consolidation 
and of those not voting was 7,761.” : 

By the agreement of consolidation this stock is to be re- 
deemed at $110 per share. 


Chicago, Milwaukee & St. Paul. 

The contract for the superstructure of the bridge over the 
Mississippi near La Crosse, Wis., has been awarded to the 
American Bridge Company, of Chicago, for $92,735. It is to 
be a Pratt truss bridge and to be finished by Dec. 1. 


Watchung. ; 

Arrangements have been finally made for the operation of 
this road by the Montclair & Greenwood Lake Company as a 
branch. Trains were to begin running July 1, but the work of 
clearing out the cuts and putias the track in order was not 
finished; they will probably begin about July 8. It is pro- 

to raise subscriptions along the line for the purpose of 
putting up depots. ; 

The road is about four miles long, from Woodside, N. J., west 
to West Orange, and was built in 1873, but has never been 
worked. It is controlled by Mr. D. N. Ropes, of Orange, who 
owns the greater part of the stock. 


Ohatham Branch. 

This road is now completed and was formally opened for 
traffic June 28. It is mime miles long, mane See a june- 
tion with the Intercolonial Railway northeast to the town of 
Chatham, N. B., at the mouth of the Miramichi. 


Kansas Oity Bridge. 
Work on the two spans of this bridge over the Missouri 


River which were recently burned has been pushed forward so 
rapidly that trains passed over June 30. 


Cairo & St. Louis. 


The operations for May are reported as follows : 


Gross earnings ($167 por mile)..........66 sees sevecceeress $24,449 84 
Ourrent expenses (78.01 per CeNnt.)........-eeceeccececeeeses 19,074 30 
Extraordinary expenses (20.83 per cent.)........e000 ssesees 5,098 34 
Total expenses (98.84 per Cent.)........eeeeee cececeeees $24,167 64 
Net earnings ($2 per mile)..........00 cseeee sovccvsees $282 20 


During the month passenger trains ran 10,827 miles, freight 
trains, 10,036 miles, and coal trains, 8,329 miles, a total of ~ 
192 miles. 


Montclair & Greenwood Lake. 

The track is laid on the extension of six miles from the old 
terminus at Monks’, N. J., to the southern end of Greenwood 
Lake, and trains will begin this week to run through to the 
lake, connecting there with the small steamboats which ply 
upon it. The road is now 414% miles long, from West End 
Junction to Greenwood Lake. 

The company will also begin soon to work the Watchung 
road, as noted elsewhere. 


Toledo, Peoria & Warsaw. 

On June 22 Superintendent Finney issued the following order 
= eapares of the road, which was doubtless very well re- 
ceived : 

“In addition to our regular passenger trains, excursion trains 
will be run on the Eastern Division on the 4th and 5th of July, 
and on the Western Division on the 3d, 4th and 5thof July. 
For schedule of time see posters. Freight trains, as far as 
possible, will be abandoned on the days mentioned. 

“All employes not on duty are cordially invited to enjoy the 
holidays, and will be furnished passes on application to the 
heads of their departments. 

“ Passes will be good for your families’or your ‘girls.’ Re- 
turn passes will expire July 6, 1876.” 

Doubtiess the great body of thé employes will be moved to 
do their best work for the road in return for the kindly courtesy 
and interest in their welfare thus shown. 


Philade'phia & Reading. 

President Gowen has issued a circular announcing the de- 
“sion of the board to pass the usual July dividend on the com- 
mon stock. He says that the business has always been great- 
est during the last half of the year, and the profits of the first 
halt have seldom sufficed to pay the dividends, the deficiency 

ng more than made up in the last half. Last year, however, 
the business of the company fell off'so much that the January 





of the coal trade. Its profits, while not sufficient to pay inter- 
est upon the whole investment, are By much more suffi- 
cient to meet the interest upon all of its securities held by the 

iblic. The present depression cannot continue, and it is be- 
ieved that the payment of dividends can very soon be resumed. 
In conclusion, he -tates that the suspension of dividends meets 
with the approval of many of the largest stockholders, and that 
some of those aye | abroad have even protested again-t any 
pan payment until an ample surplus is once more ac- 
cumulated. 


Denver & Rio Grande. 


The operations of the Main Line, 120 miles, for April are re- 
ported as follows: 





Freight earnings. . «+ $17,572 61 
Passengers ........ ° ++ 14,882 41 
Miscellaneous........ ee ° 15 00 
Total earnings ($271 per mile).......... .ee.seseeeeees $32,530 22 
Working expenses (62 25 per cent.) ..........0.eeeee eveees 20,251 98 
Net earnings ($102 per mile) .........c.cseeeseeeseeees $12,278 04 


As compared with April, 1875, there is an increase of 1.1 per 
cent. in gross and a decrease of 13.1 per cent. in net earnings. 
Of the gross earnings, $694.17 were from mails and $733.26 
from the transportation of troops and Government freight. 
Hoosac Tunnel Line. 

The Boston Advertiser says: “The State railroad officials 
have ordered steel rails for the whole distance of the section of 
the tunnel railroad between Greenfield and Bardwell’s Ferry, 
and a portion of them have arrived, to be put down in Green- 
field. The rails weigh 60 lbs. per yard. e last brick was 
laid in the tunnel arch Thursday evening. Telegraph stations 
are established at each portal, and the wire is to-day being ex- 
tended through the tunnel.” 


Washington Oity, Virginia Midland & Great Southern. 

The Baltimore Gazefte thus sums up the charges made by 
some of the bondholders, who have in suit to foreclose : 
** It will be remembered that some five or six years ago our 
City Councils, principally under the influence of the Baltimore 
& Ohio Railroad management, voted a ree subscription or 
loan to the Orange & Alexandria road, to build an extension to 
Danville, so as to bring the traffic from that point over the 
Baltimore & Washington Branch of the Saltimore & Ohio. 
This loan was defeated, however, by the votes of our citizens. 
At that time the Orange & Alexandria was doing quite a safe 
business under the skillful and conservative management of 
ita President, Mr. Barbour, whose ability and honesty asa 
railroad manager no one doubted. About the time referred 
to the Baltimore & Ohio secured control of the stock’ of the 
State of Virginia, and enough besides to obtain a controlling 
interest in the affairs of the company, and made immediate 
arrangements to push the Danville Extension to completion, 
thereby creating a considerable floating debt. Why this debt? 
It is not difficult toimagine, upon a careful perusal of these 
facts, as the company’s bonds could, at that time, have been 
easily negotiated at 75 per cent. The next we hear is that, in 
addition to the —- ofa majority of the stock, as stated, 
the Baltimore Ohio Comrany has buught up nearly the 
whole of the floating debt of the Orange & Alex- 
andria Railroad at 50 per cent. on the dollar. The next move 
in the programme was tv suspend paying the coupons due last 
September, and that, too, in the face of the assertions of Mr, 
Presid: nt Barbour’s friends, that he was quite able to provide 
for their payment, if permitted to do so. Another haif year’s 
coupons matured March 1, and are unpaid, though it is known 
that the road, in consequence of the large per cent. of retrench- 
ment in working expenses, is in better condition than ever be- 
fore; it is, therefore, evident that the Baltimore & Ohio are 

athering in the earnings of the road for a two-fold } RO 

rst, to pay itself the cost of constructing the Danville Exten- 
sion, and second, to prevent the payment of the coupons 80 
that the bonds can be brought down to a nominal figure and 
then gathered in, as was done with the Pittsburgh & Connells- 
ville road and some others. It is said to be the intention of 
the parties referred to to go before the City Council when it 
meets in September, and ask that the city directors on the 
Baltimore & Ohio road be instructed to demand at the hands of 
the President and Finance Committee of that board full and 
— explanations of all the facts referred to, 80 as to ascer- 
tain to what extent a a, of which our city is so large 
a stockholder, is engaged, if at all, in so scandalous a scheme 
of plundering unsuspecting bondholders, It is, we learn, con- 
templated to secure the best legal talent in our State, so that 
there shall be no evasion or concealment of the truth, and the 
whole truth. This move is incited by a recent circular from 
Mr. President Barbour, in which he promises an early payment 
of all back interest, if the bondholders will indulge him, and 
not enter upon legal proceedings. 

“Tt isdue to Mr. Barbour to say that, as far as we have 
heard, there is a general feeling of confidence in his integrity, 
and that, if the matter were left to his management, the 
coupons past due would be promptly paid.” 
8t. Louis, Keokuk & Northwestern. 

Trains now run regularly through from Keokuk, Ia., to Lou- 
isiana, Mo., over the whole length of this road, 854% miles. On 
June 25 a sleeping coach began to run through from Keokuk to 
_ ae passing over the Chicago & Alton from Louisiana to 

. Louis. 


St. Paul & Sioux ity. 


This company reports for May as follows : 















‘iyidvmd almost exhausted the reserve fund. He says: RSENS, 
The net profits of the two companies, é.e., the Railroad EE NE. 1.5 savas tikaerdietcenysdasde shautae 
Company and the Coal & Iron Company, up to May 31, inclu- 
oe of the present year, are $2,102,103.44 in excess of those to Total earnings ($381 per mile)... 
an yf oe momen seg pt er “7 ng relative excess in | Expenses (78 per cent.) ........-.ecceccececceesseeeeseeeeee 36, 
*h department over and above that of the preceding year is 210 208 44 
wn in the following table: P y Wet Omemings.... 2.2.00 cccccccccccccscccccscecccsccees $10,208 64 
Chureste of busi Excess of ss 1876, te SOOO EERE THREE HEHEHE 
T 0, ness. over those same 
Rie period in 1676, | 4, ,,TotAl..-+-+0+---+0seeeeeeeesecsessesessseeseees soa i $10,274 97 
: DE SE hsde cacenacctac oosdscebonsessaeseeaee $1,329,310 22 i taal laa dae te Se J 
RE aS A Ee aI Nee BO, SEA BE | SRE SO 000 oe voce cccccccccecs covccsccvoccsosoose 
Mam colliors and coal baryou........2..cssccsccccccces On 348 gu | IMterest on floating debt..........v+ccc0sccee serene 3,076 06 
SII ot ov 0s ics coswasanosucacosareareek 83,565 03 ———= See 
Total railroad com , Bp Balance for the month $5,961 72 
ee eee aera me $1,741,567 89 4 
Phila. & Reading Coal & Iron Company..-.--..+..ccc0 535 55 | Balance from April.......-+.++++eeeeereeeees 34,018 29 
Mish cnsees of profits over last year of both Companies. $2,102,103 “4 Total balance to TUne........2.eeeceececeeecceereceeees $39,980 01 


it is true that five out of the first six months of last 
er vere covered by the strike, and that, therefore, the same 
ott of increased profits cannot be expected for the remainder 
© present year, it must also be borne in mind that, in con- 
Sequence of the accumulated stocks of coal on hand during the 
Tete ionally mild weather of last Winter, there was an abso- 
ie oe nsion of all coal mining during the present fiscal year 
pd — extending from Dec. 11, 1875, to March 27, 1876, or 
ange het profits resulting from railroad traffic alone, for the 
on pS mente of the year, are $1,479,231.81, a sum which has 
$398,968 n exceeded twice in the last ten years, and which is 
the 47 more than the average profits of the company to 
the — date for the last fifteen years, a period which includes 
©avy traffic which was carried, and the high rates for 

insporta tion which prevailed during the entire war.” 
Perfectly tons of the Coal & Iron «‘ompany are stated to be 
Y satisfactory, notwithstanding the present condition 


and a half months, notwithstanding which, the | addr 


The gross earnings showed a decrease of 2.8 per cent. from 

May, 1875. 

Atlantic & Great Western Mutual Life Tnsurance Asso- 
ciation. 

The fourth annual meeting of this association was held in 
Kent, O., June 20, a large number of delegates and members 
being present. The President, Mr. J. H. B. Beale, made an 
ess setting forth the condition and prospects of the asso- 
ciation. There are now 723 members, an increase of 126 duri' 
the year. The expenses and assessments have all been pai 
and there is now enough in the treasury to pay current ex- 
penses for several years. Secretary Holway reported a balance 
on hand at the by ey the year of $756.71; four assess- 
ments, amounting in all to $2,269, were collected and paid over. 

ipts from 8’ fees and interest were $337.54; current 








nses, $282.65, leaving a balance of $811.60. 
Committees were appointed to revise the by-laws; on resolu- 


tions, and to nominate a board of directors. Several addresses 
were then made, The committee on directors then re- 

rted a list, which was accepted and the directors chosen. 
The committee on resolutions reported resolutions of thanks to 
the officers of the road and others for favors, and to the officers 
of the association, which were adopted. The committee on by- 
laws reported several amendments, which were passed. The 
convention then ; = to meet in Dayton, O., on the third 
Tuesday in June, 1877. 


Iowa Northern Central. 

The Iowa City Republican of June 24 says : “The Iowa North- 
ern Central Railroad was sold by the Sheriff yesterday to sat- 
isfy claims amounting in the aggregate to about $15,000; sev- 
eral other claims besides those of Johnson and Irish, being ad- 
mitted by agreement. It was bid off at the above-named price 
by Mr. Ransom as trustee. The road bed, bridges, culverts, 
embankments, etc., of the entire line between this city and 
Keokuk was appraised at $20,000, and sold at the above-named 
figures, the sale being absolute and without redemption.” 

sei e ve vad is partly graded and bridged, but no track was ever 
aid on it. 


Louisville, Cincinnati & Lexington. 
‘he Auditor, Mr. Wm. Mahl, reports the operations of the 
road for May as follows: 









DRRROMEION occcccccvesccccccccesccceeconecesedevecdovcesone $40,487 52 
Freight ......0.sese00 44,240 12 
Express, mails, etc... 7,131 49 
Total earnings .. $91,859 13 
Ordinary labor...... 
« mambertal, ...ccccccccccccccccccccccs 
Renewal of ties and rails 
———_ 63,316 38 
Wat COPMERE ccccccceccces cocccscssccocecccecescnccecs $28,542 75 
Oonstruction and improvement....... .......0+ $1,862 81 
Ps ceo ccncdpoctaccsgtescsccsccdooecccecceces 3,292 52 
Deficit Louisville Railway Transter..... eoee 1,188 77 
“Newport & Cin, Bridge ........ ° 54 20 
State tax ........ 
Other accounts 
8,110 4 
Net balance $20,432 41 


Which is subject to orders of the Court. 


Hoosac Tunnel Line. 

The Fitchburg Railroad Company has arranged with the 
Troy & Boston and other lines for the running of through pas- 
senger and freight trains from Boston to Troy, Albany and 
Saratoga. Contractor Farren has about completed the arch- 
ing of the tunnei and was to vacate it about July 1, and the 
new through time-table was to take effect very soon afterward. 


Boston & New York Air Line. 

Arrangements have been completed for the running of a 
through train over this road and the New York & New Eng- 
land between Boston and New York, It is said that the New 
York, New Haven & Hartford has refused to allow the tmins of 
the new line to run over its road between New York and New 
Haven, or to run a special train for its accommodation, Con- 
sequently the trains of the new line will have to connect with 
existing trains at New Haven. The company, however, adver- 
tises to run one train a day through without change between 
New York, Boston and Worcester. 


Western Union Telegraph. 

On application of Levi A. Dowley the New York Supreme 
Court, June 29, granted an order to show cause why the com- 
pany should not be restrained from paying the recently de- 
clared quarterly dividend. The order was made returnable 
July 8, and a temporary injunction issued. 


Northern Oentral. 

Notice is given to holders of the income bonds dated Jan, 1, 
1872, who have not exchanged them for the new mortgage 
bonds dated Jan. 1, 1876, that the bonds for exchange are de- 
posited with the Fidelity Insurance Trust and Safe Deposit 
Company, of Philadelphia. About four-fifths of the old bonds 
have already been given up and itis desirable that the ex- 
change be completed as soon as possible. 


Monmouth Oounty Agricultural. 

The partios who bought this unfinished road at bankrupt 
sale have let a contract for its completion from Frechold, N. J., 
to — Y to Mr. Jackson, who graded most of it three years 
ago. It will connect Frechold with the New Jersey Central's 
Long Branch Division, and is to be completed in the fall. 


Michigan & Ohio. 

A correspondent informs us that C. H. White, Brother & Co., 
contractors for this road, have sub-let a contract for grading 
and track-laying from Delaware Bend, Defiance County, O., to 
Bryan, 14 miles, to McLord, Wolf & Co., who have a force of 
300 men and 50 teams, and are pushing the work with the in- 
tention of completing it by Sept. 1. The contractors are mak- 
ing arrangements to lay steel rails on the section already grad- 
7, from Grand Haven, Mich., southeast to Jenisonville, 30 
miles, 


Fort Madison & Northwestern. 
The town of Fort Madison, Ia., has voted by a very large 
majority to levy a 5 per cent, tax in aid of this road, 


Ohippewa Falls & Northern. 

A company has been organized to build a narrow-gauge road 
from Chippewa Falls, Wis., northward through Bloomer into 
the Pine country, the ultimate purpose being to build it 
through to Ashland on Lake Superior, some 125 miles. It is 
also proposed to build a branch about fifty miles long from a 
point near Chippewa Falls through Cadotte Falls to junction 
with the Wisconsin Central. 


Burlington, Oedar Rapids & Northern. 
An offic al circular announces the formation of this new com- 
ny Wy the bondholders who have bought the Burlington, 
ar Rapids & Minnesota road at foreclosure sale. The or- 
anization was noted last week. The offices of the President, 
reasurer and Counsel will be in New York; those of the Vice- 
President and General Manager, the Secretary and the Aspist- 
ant Treasurer in Cedar Rapids, la. Gen. Edward F. Winslow, 
Vice-President and General Manager, will have the entire 
control and management of the railroad. The new company 
expected to take possession about July 1. 
Prince Edward's Island. 

A correspondent of the St. John (N. B.) Telegraph says : 
“This railway is being fenced on both sides for a distance of 96 
miles and (including a snow fence heavier in construction, of 
some 20 miles long), at a total cost of $60,000. The posts are of 
cedar, not less than 5 inches at the small end, and 8 feet lon 
(3 of which are in the ground), and cost five cents each, anc 
about 148,000 of them will be required. The heaviest posts 
are pl at from 12 to 14 feet apart, with a lighter post be- 
tween, reducing the distance between them to from 6 to 7 feet. 
The fence is 4% feet high and 4 boards (placed on the sade 
next the fields for greater strength), not less than 6 inches 
wide. The fence has been building fora fortnight, has to be 
built at the rate of one-quarter of a mile per day, and will be 
finished about the first week in August. The work is let in 15 
contracts of from 5 to 10 miles on each side of the track, or 10 





to 20 actual miles, and will cost one cent per foot for crecting, 
only. The boards used will be about 2% million feet, and as 


ee 
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hat quantity could not be sawed or oupplied within any rea- 
ances time by the local mills, they had to be im prin- 
cipally from the Miramichi Kiver, New Brunswick, —_—-> 
some 500,000 feet were procured on the Island. This will settle 
the notorious wire fence, and improve the appearance of the 
road, give greater security and, with the snow fence, increased 
ability to meet the heavy tax of winter drifts.” 


Ohi & Northwestern. 

The bonds of this company have recently been bought freel 
in Amsterdam for account of New York parties, causing an ad- 
vance of 3 in the price. 


St. Paul & Pacific. 
Agents of New York bankers have been buying second sec- 
tion (main line) bonds in Amsterdam daily for six months past, 
robably to use in purchasing the lands dane the line which 
fhe company owns, 


Scioto Valley. 

Regular trains are now running from Columbus, O., to Chil- 
lisothe, and the complete opening of the road is formally an- 
n vunced, e stations and distances from Columbus are as 
follows: Caldwell, 2.3 miles ; Fair Grounds, 3.4 ; Friend Street, 
4.2; Livingston Avenue, 4.8; Daugherty, 6: Columbus & 
Hocking Valley Crossing, 8.9; Reese's, 11; Lockbourne, 14.3 ; 
Huntoon, 18.7: Ashville, 21.3; Stageton, 25; Circleville, Main 
Street, 29.1 ; Cincinnati & Muskingum Valley Junction, 29.7 : 
Hayesville, 34.1: Mitchell, 36.7; Kingston ; Myers, 40.7; 
Kinnickinnick, 42.8; Hopetown, 46.4 ; Chillicothe, 49.7. ‘Tho 
time-table taking effect July 3 shows two passenger and one 
mixed train each way daily over the whole length of the road, 
the passenger trains making the run in about 24% hours, and 
the mixed trains in four hours. 


Panama. 

It is stated that this company has negotiated a supple- 
mentary agreement with the Colombian Government. The 
particulars are not given, but it is understood that the com- 
pany is to guarantee a loan of $3,000,000 to be placed by the 
Government in London, 


New York & Oswego Midland. 


A weekly Centennial train is now run between Oswego and 
Philadelphia without change of cars. It passes over this road 
to Middletown, then over the New Jersey Midland to Jersey 
City and the Pennsylvania to Philadelphia. It leaves Oswego 
on Monday of each week, returning on Saturday. 


Pauliuskill Valley. 


The contractor, Mr. C, Miller, began work on this road July 
4, and it was made an occasion for general rejoicing in the 
neighborhood. The road is to run from the Delaware, Lack- 
awanna & Western road at Delaware Station northeast up the 
valley of the Paulinskill to Blairstown, N. J., a distance of 10% 
miles. The residents on the line have given the right of way 
and the money for the construction of the road is furnished by 
Mr. John L Blair, the well-known railroad owner and iron 
manufacturer, who resides at Blairstown. It will be a branch 
of the Delaware, Lackawanna & Western and will probably be 
worked by that company, of which Mr. Blair is a director. 


Missouri, Kansas & Texas. 

Under the last agreement made with the bondholders the 
Union Trust Company, of New York, took formal porsession of 
the road as trustee July 1. Mr. Wm. Bond, heretofore Receiver, 
remains as General Manager, and there will be no change in 
the management of the road or among its officers. 


Oolumbus, Obicago & Indiana Central. 
The trustees and receivers give notice that they will pay on 
resentation at the office of A. Iselin & Co., No, 48 Wall street, 
ew York, the ‘following coupons which became due Jan, 1. 
On $157,000 Columbus & indiana volis preferred first-mortgage 
bonds; $152,500 Columbus & Indianapolis common first-mort- 
age bonds; $3,500 Columbus & Indianapolis second-mortgage 
Fonds; $2,632,000 Columbus & Indianapolis Central first-mort- 
gage bonds. 
he trustees and receivers further give notice that in pursu- 
ance of an order of Court they will pay at the Gallatin Nation- 
al Bank, New York, the following coupons, on een: 
On Chicago & Great Eastern construction and equipment 
bonds, due Jan 1, 1875, July 1, 1875, and Jan. 1, 1876; Chicago 
& Great Eastern, old first-mort, age bonds, due April 1, 1875 
and Oct, 1, 1875; Chicago & Great Eastern latest first-mortgage 
bonds, due April 1, 1875, and Oct. 1, 1875; Toledo, Logansport 
& Burlington first-mortgage bonds, due Aug. 1, 1875; Toledo, 
Logansport & Burlington income bonds, due Feb. 1, 1875, and 
Aug. 1, 1875; Cincinnati & Chicago Air Line first-mortgage, 
due Aug. 1, 1875; Cincinnati. & Chicago Air Line first-mortgage 
sinking fund, due May 1, 1875, and Nov. 1, 1875; Columbus & 
Indianapolis Central second-mortgage, due May 1, 1875, and 
Nov, 1, 1875. 


RAILROAD LAW. 


New Jersey Railroad Tax Law. 
The tax law pa-sed by the late Legislature of New Jersey 
rovides that all companies liable to be taxed under a general 
| shall pay annually a tax of one-half of one per cent. upon 
the true value of their roads, with all the equipments and ap- 
peomene thereof. The annual tax of $298,128.96, now paid by 
he United New Jersey Company under the provisions of the 
law of 1869 abolishing the transit duties, shall be taken in full 
sa istaction of all State tax payable by that company and by 
all companies in which it owns a controlling interest, or whose 
roads it leases, so long as said tax exceeds the amount which 
said company and its leased and controlled lines would be 
liable to pay under this law, that is at the rate of one-half of 
one per cent, on the true value. 


Neglect to Ring at Road Orossings. 
In Holman against the Chicago, Rock Island & Pacific Com- 
pany, the Missouri Supreme Court held as follows: 
ere an animal is killed by a train ata public crossing, 
roof that the employes in charge of the train failed to ring 
he bell or sound the whistle, as required by the statute, is not 
sufficient to authorize a verdict against the company. Tt must 
be further shown by facts and circumstances that such neglect 
caused the injury. ‘The failure to give the signals is negh- 
gence, but having shown that fact, it must be supplemented by 
testimony to show that the negligence caused the damage, and 
the burden of proof is upon the plaintiff to show that such neg- 
ligence caused the injury. 


The New Jersey General Railroad Law. 

A supple went to this law passed by the late pagictnbere pro- 
vides, in Sections 1 and 2 that it shall be lawful for the stock- 
holders ot eny existing company, or any company formed here- 
after, to agree that the holders of bonds secured by mortgage 
which may be hereafter issued shall have votes in the mauage- 
ment of the company the same as stockholders. Such agree- 
ment must be embodied in the articles of incorporation by any 
new company, or, in the case of existing companies, be «x- 
pressed in supplementary articles to be filed with the Secretar 
of State; provided that bondholders availing themselves of suc 
provision and voting on their bonds shall be liable in the same 
manner as stockholders, to the amount of their bonds. Sec- 
tion 8 le s any such agreement that may heretofore have 
been made and a upon, 

Section 4 provides that com 
file separately in the county 








nies shall not be required to 
erks’ offices a mortgage covering 





gage has already been recorded as a mortgage on real estate. 
ection 5 provides that the awards of commissioners for the 
condemnation of real estate shall hereafter be recorded by 
county clerks in a separate book, to be kept for that purpose. 
Section 6 provides that the President of any company shall 
be a director thereof and shall have a vote in the board. In 
case of companies organized in place of companies whose roads 
may have been sold the number of directors shal] be the same 
as provided by the old charters. 


Injuries to an Employe. 
n Goldwire against the Central Railroad & Banking Com- 
pany, on appeal, the Georgia Supreme Court held : 

1. A railroad employe injured while on duty in connection 
with the running of the cars, can, if free from fault himself, re- 
cover from the company for the negligence of co-employes in 
the same service. 

2. The verdict, in the present case, was not contrary to law, 
if the jury believed the conductor negligent and the plaintiff 
free from negligence; and the evidence in support of the ver- 
dict is not so weak as to require this court to overrule the 
judge below in refusing a new trial. He used his legal discre- 
tion without abusing it. 

Judgment affirmed. 


Unreasonable Delay in Transportation. 

The case of Burrows against the Michigan Central was a suit 
to recover damages for injury by freezing to four car-loads of 
apples shipped from Vandalia, Mich., Nov. 10, which did not 
arrive at their destination, Minneapolis, Minn., until Nov. 22. 
The Michigan Supreme Court reversed the decision of the Cir- 
cuit and ordered a new trial, holding as follows : 

While railroad companies must always be suitably prepared 
to receive and transport promptly and safely all trotght that 
might reasonably be expected under ordinary circumstances, 
they are not bound to be prepared for such extraordinary con- 
tingencies as no ordinary prudence could foresee, and are not 
liable as for unreasonable pe for necessary delays in trans- 
portation resulting directly therefrom. 

The question of unreasonable delay in railroad transporta- 
tion is determined by ascertaining the average running time 
under the circumstances existing at the time of the delay. 

Giving “relief goods” the preference in order of transpor- 
tation at the time of such a public calamity as the Chicago fire 
of 1871, is approved, 

To recover damages for breach of contract they must be the 
natural and proximate consequences of the breach. 

Where loss is occasioned by the successive delays of different 
common carriers, one of them cannot properly be held liable 
for the whole injury. 





United States Railroads in 1874. 


From the introduction to the forthcoming volume of Poor’s 
Manual” we extract the following : 


The preceding tabular statements present a complete sum- 
mary of the stare capital, indebtedness, cost, carnings, ex- 
wenses, dividends, etc., etc., of the railroads of the United 
States in operation during the year 1875, The total length of 
these roads whose operations are so reported was, for that year, 
71,759 miles, against 69,273 miles for 1874, 66,237 miles for 1873, 
57,323 for 1872, and 44,614 for 1871, The aggregate capital and 


years, respectively, was $4,658,208,630 for 1875 ; $4,221,763,594 
for 1874 ; $3,784,543,034 for 1873; $3,159,423,057 for 1872; and 
$2,664,627,646 for 1871. Of the total cost $2,198,601,281 was 
made up of share capital, and $2,459,607,349 of various forms of 
indebtedness, chiefly of bonds maturing at a distant day. The 
proportion of share capital to debt was as 89 to 100, The aver- 


Master Mechanics of all American railroads are inv 


' the franchises and equipment of a road, provided such mort- | age cost per mile of all the roads was $62,725, a 


debt account of these roads at the close of their last fiscal | 


LOCOMOTIVE RETURNS, 





(Jury 7, 1876 
° See ainst $60,495 
for 1874, $57,134 per mile in 1873, $55,116 for 18 y 
for 1871. ‘ , 7, and $59,626 


The general] result of the operations for our railro 
last five years is shown in the following table : ails foe the 


























een | Miles | Capital and 

operated. debt account, 
eed | acres 

Veda avinediessieseckemetetese: weniate | 71,759 $4 658,208,639 
Wicks sp ecee ce scdceveseneecoscens sovel | 69,273 4,221,763,504 
Sh tints pinks oqthts teashameeermennaretl 66,23 3,784,543,004 
hits dipkacan she dibebhikek inns?’ roan 57,32! 3,159,423 .057 
BPs never vacevccccnessceegon aatesoegeceel NTE 2,664,627,645 

Earnings. 
Year. | | 

Gross. Net. | From From Dividends 

freight. (passengers. paid, 
1875 ninal | $53,065,605 $15,506,438 $363 960,234 $139,195,271| $74,994 908 
1874 -| 520,466,016) 189,570,958) 379,466,935; 140,999,081) 67,042,949 
1873 ....| 626,419,935 183,810,562, 389,035,508| 137,384,497] 67190;199 


1872 ....| 465,241,055) 165,754,373) 340,931,785) 132,309,270| 64/418 167 
1871 ....| 413,329,208) 141,746,404) 294,430,322) 108,898,886 56,456,681 
, 


It will be seen that while the gross earnings show a dec 
of $17,400,511, as compared with the preceliing yea, a 
earnings show a decrease of only $4,064,520. This ‘decrease has 
beeu chiefly in freight, the earnings from that source being 
$15,506,701 less than for 1874, while the falling off in passenger 
receipts is only $1,893,810. ‘The increase in dividends, amount- 
ing to $7,251,261, is due to the dividends declared on the Pa- 
cific Railroads. 

Classifying the States by their geographical position as usual 
it will be seen that the gross earnings for the New England 
States, were $48,328,922, against $50,064,774 for 1874, and $51,- 
676,688 for 1873. Of these earnings $26,552,029 were received 
for transportation of treight, mails, etc., and $21,776,893 for the 
transportation of passengers. The net carnings were $15,324, 
754, against $16,713,183 for 1874. The dividends paid amount- 
ed to $8,788,040 against $8,511,971 for 1874. 

The gross earnings of the railroads in the Middle States were 
$175,677,418, against 6186,498,438 for 1874, and $194,052,302 for 
1873. Of gross earnings $134,904,451 were received for trans- 
“rege pe of freight, mails, etc., and $40,772,967 for transporta- 

ion of passyngers. The net earnings were $65,609,418, against 
$70,188,972 for 1874. The dividends paid amounted to $39,357,- 
196, against $37,600,154 for 1874. 

The gross carnings of the railroads in the Western States 
were $206.217,654, against $214,869,477 for 1874, and $211,717,- 
781 for 1873. Of these $151,224,570 were received for transpor- 
tation of freight, mails, etc., and $54,993,084 for passengers. 
The net earnings were $75,604,104, against $75,546,695 for 1874, 
The dividends paid amounted to $19,230,511, against $16,605,- 
832 for 1874. 

The gross earnings of the railroads in the Southern States 
were $50,399,227 against $52,259,241 for 1874, and $53,696,409 for 
1873. Of the earnings, $36,534,312 were received for the trans- 
portation of freight, and $13,864,915 for that of passengers. 
The net carnings were $16,741,060, against $17,269,332 for 1874. 
The dividends paid amounted to $1,496,906, against $1,068,455 
for 1874. 

The gross earnings of the railroads in the Pacific States 
were $22,442,234, against $16,774,086 in 1874, and $15,276,747 for 
1873. Of the gross earnings $15,744,822 were received for the 
transportation of freight, and $6,697,412 for the transportation 
of passengers. The net earnings were $12,227,202, against 
$9,852,776 for 1874. The dividends paid were $5,427,535, against 
$3,256,130 for 1874. 


az -“ 


MARCH, 1876. 


ited to send us their monthly reports for this tale. 























* Five empty cars rated as three loaded ones. 
+ Switching and work train engines aliowed 60 miles per day. 





\| Switching engines allowed 6 miles per hour, 




































| Ps z Pe zs Mileage ||No. Miles run to) i >| : > Cost per Mile in Cents for Av.c’st of 
| 8B ze a) ella.ol wiles BS “wi m) @) el ow alloc 
Be Ss) € jag 3) $8] Ell oaiss| 2| 2) F| lel 2) spl 2 
pee ies B jes Bia! sles sei BB) 2) go] &] ee) & || sPl 2 
}iSjeall = [98] gi a] silezesl Fg): ) S| eles: ee 
| ° ° | | @* | ce by : oe i Bel 
NAME oF Roap. tg | : le | 2 | 4 | o | a Fs\| ; | . : | 5 23 ~% 3 
: F183! I: 8) Fi 3] : 3] 35] | Bi eel: ig 8 
fa |? S| oe BSS, 2) 23| : )&)Fa i 1:88 
> 9 |: Bl : tS] #- |: &| Ei): | hae Bee i dg 
Pe es Oe [ae | Fy “I |] S)- Sil: : B) : i: 8]: 
Sa RO Sa a ae ey Ter TW Oe eT 
| | | } | | 
Allegheny Valley (River Division)*...... | 139 42|| 100,983|2,404) | 36 10|.....|20.90 14,900,887) | 2.46) 3.48 0.78).....] 7-20|13,87||....- heise 
‘ ‘+ (Low Grade Division)*, 120) 17 36.386) 2,137 17.70|0.848 | 9.13] 4.66) 0.80 | 7 O2191.61\|. 000. l eee 
Atlantic & Great West’n (1st & 2d Div.)..| 228] 82|| —188.195|2.296| vesleeeee|| 4.85! 6.26) 0.49) 0.81| 6.27/17.68)| 9.02\3.20 
“ “(Third & Fourth Div..| 197] 48]! — 108,905/2,287 | 5.1% 5.26 043} 102| 6 01.17.84) 2.02/3.2" 
“ «(Mahoning Division)... 83| 64) 80,056)1,483 9.17| 6 26) 0.48) 0.65| 6 10/17.66)| 2.02)3.20 
Cairo & Vinconnes.......ceesseceee vce 157] 11|| —-25,484/2.317 -|| 447| 3,79! O'88!.....| 6.07/14°71|| 1.66!...- 
Camden & Athletic ....ccceverccsrscrers 67 18,585) 1,549 ooecol lly | 9.20) 9.25) 0.74 | 5.64|24.83)| 5.16).... 
Cavada Southern (Ca: ada Division)t... 143,756) ..... ESE ERR ze | 0.98|.....| 0.74)......1 4.79] G.BB||.ceceleess 
“ “ (United Stvtes Div.it. |......|++--||  68.571|..... REE eRe 116.50 2.03|.....| 0.66|.....| 6.70] 8.90||..... fess 
Cleve., Col., Cin, & Ind.(Col’bus Div.)... 138 153,363) 2,644 | |42.67|47,37|39.89 2.41| 465) 0.52 er 7.40) 14,98!) 1.75)3,60 
“ “ ** (Indianapolis Div.)..| 205 || 182,065) 2,937] |43.29/45.04/25.74||.... 446) 4.87) 0.67|..... 7.41/17.31|| 1 76)3.60 
“ “« «~~ (Cincinnati Div.) | 130) 28)! —_82,640/2,951||35,24|..... 27.60) | 4.04) 5.41| 0.63|.....| 7-29|17.27|| 1.75)8.60 
Cleveland & Pittaburgh*............0.+. | 199 72\) 142,100| 1,974! 52 38].....|22.07) | 3.44) 3.68) 0,60! 2,96] 7.11/17.69)| 1.45/1.70 
Cleveland & Mahoning Valiey..... . 41 6) | 16 761)}2,627| \42.97'... -.|20,43 aphed Madaa 7.77| 4.65) 0 32) 1.08) 6.24/19.96 | 1.78}2,90 
Del., Lacka, & West. (Bloomsburg Div.) | 80) 29)| 49,230/2 208)|..... ee 28 98} | | 1! 7.90). 0.68! ..+..| 5.74/13.72! | csese) cree 
Erie & Pittaburgh*.......ccecceseseeeee | gg} 29|| —65,743/1,922//33.48!. 0, 18.40)| 1.99| 5 05| 0.76| 1.85! 7.02/16 67, 1.691.609 
Hannibal & St. Joseph.........+--++00+5 | 296) 57 149,999) 2,622) |34.50)..... 24 40)! 5.20| 6 10! 0.50|.....| 6.90|18,80)' 2.00/3.00 
Jeffersonville, Madison & Indiavapolis* | 226) 42 91,22) |2,172)|42.37)..... 17.37|| 3.68| 6.82) 0.47| 2.25) 7.32/2r,04 | 2.60/2.00 
Kansas Pacitic, Main Linet.............. | 673) 85 154,949) 1.823) |29 as}... ‘ 12 68)| 4 76/10.44 0.48). | 7.96\28.04!! 3.00)3.41 
“ including all branchest| 915| 94|| 174,682|1,858||29.79|... ..|13 06!| 4.33/10.39| 0 47|.....| 7.50)22 69) 3.06|3,60 
Kansas City, St. Jo, & Council Bluffs§... | 334) 2t/| 63,733) 2,451) |44.20)... "lo4.30} 6.3 7.30)21,80  3.13/4.00 
Lake Shore & Mick. So. (Buff. Div.) ||... |......| 90 | 166,662) 1,730||32 02/40,42)14.291|. | 6.47/12.69 weee.| 6,43/24,59)) 4,005 69 
a“ “ (Erie Div.) \\. |...... 113) 217,292|1,993| |41.58|96.03|28.47]|.....|. 48°| 8.20\.....|.....| 5-95)19.01)| 3.25)5.48 
“ “(Toledo Div. ili. |.....- 84||  153,130|1,823||36.67/47.36'14.75||.....| ye eee ee 6 00/18.79)| 3.45 4.08 
wn Ne me - Ley p= - _ 208); 405,016) 1,974) |82.#7/40.85/16 86)|.....|.....|| 4.73/12.84).... |e.e. 6.14/93,21|| 4 25/468 
venworth, Lawrence elveston...|  204)....|| ........ Ss eine | RD, LEE: eee | ere Pee | EE Be 
Little Rock & Fort Smith............... Fase » “a 11,450|..... ||" "°°" 15640! 23.90 "3/89! 3/64) 0-4 Wise 5.43/15.20) |..... 9.00 
Marquette, Houghton & Ontonagon..... | rn \4 10,913, 7¢0||45.20)..... [16.001 peeinke ; oat 14.06 or] 8.46) 26,72||. +++] 0+ 
waourt, Kangus & Texas .............- AAG | ER rRee Pe. 1 eae Deen Neae es Wsiccaubicened | eer me Tae) oe aleccesl aaa 
New \or« & Oswego Mialand........... | 275) 25 37,463/1 498) |28 80 SO ee oe || 4.90/18 “0.60! .50/28,00'| 4,04)... 
Northeen Central (Elmira & Canan. Div.)| 147] 45 87,081|1 935| 31 46|.....| 20:83)... I:*2"H] Soe ees oar 6.00118.86!| 0.07298 
Pennsylvania (New Yerk Division)...... | | 12¢| 120)) — 274,901/2,291//46.46|...../11.04||.....|.....|| 9.80/18 50) 1.20 le. 124,60!) 4.70/6.12 
“ (Amboy Division)........ | 164) 48'| — 83,534)1,740) |65.04|.....|14.93||.....]...../| 6.60| 8.60] 0.80|.....|...-- 16.00.| 4.706.177 
“ (Belvidere Division). ..... | 10% 36 || 56,647|1 574) |45.98)..... 110.67||..... ee \| 9:00!10.60| 1.10|....-].--- 20.70! 4.106.714 
“ (Philadelphia Division)... |  19t/ 192)| 467,343/2,494 29.95)...2.)13.19|/2000.)..0. 10.70) 5.00) 0.90|..... |... 16.60| 1.94 3.84 
“ (Middle Division).........| 134] 114]} 316,285|2,774|'30.01!...../20.41||..... |... 1119.90] 4.80! ©.70|...+ |oceee 17.70| 1 94/3.84 
“ (Pittsb’gh Div., East End) |...... 75|| 12 ;,29)|1 671) /21.58|..... | 9.92!|. 2... 1.2.1} lo7:50] 6:50! 1.90). ....]...../85.20,| 1,843.86 
“ (Pittsb’gh Div.,West End) '...... 122||  267,724/2 194, 33.52)... 4.20) 0.90|.....|e0eee 10.00 | 1,34)3.64 
“ (Tyrone Division)........ 107| 28)| 68,742,460) | 2: 6.10 v.60). 19.40 | 1.34)3.44 
“ (Weat Pennsylvania Div.)| 104] 22!| 46 760/212 3.60 ‘17.70 1.34 - 
o (Lewistown Division 14 2 4,634/2,317 3.10 5.10 1.344 
“ (Bedford Division) Sy 57 | 9,141/2,285) |27, oo ***") 7.10,, 1.30)8.80 
Philadelphia, Wilmington & Baltimore.. |...... 75|| 157,883/2,205|/26.12|.....'11. 9.40) “6 80.25 30, 4.75)5.00 
Pitts., Ft. Wayne & Chi. (East’n Div.)*| 371] 153'| —38,397/2501\/39 77|... 17.98||14.00|1.195 | 4.90) 4.05) 0.83) 1.88) 6.60 14.66, 1.61 1.60 
ies: ‘« (Western Div.)* | 280] 111)|  311,472/2,806/|38,08)..... 18.58 |16.60 1.247|| 3.95) 6.51| 0.44) 2.23) 6.53/18,06, 2.10210 
Pitts., Cin. & St. L. (Little Miami Div.)* 197| 36 100,224|2,764||52.73| .....(14 48)|13.62 1.450|| 5.38! 6.31| 0.56) 2.52| 6.75 20.71|| 2.68/9-00 
“4 & (Pittsb, & Col. Div.)* | 224) 85"! — 215,063/2.580/|28.09| . .-.|14.69||15.54'1.380!|10.31| 4.74] 0.96| 2.61| 7.02 26.63)| 1.25 
Bowths  CavOlinds sc ccssceccccoccdviacsdices 242| 37) 72 686|1,963!|...../42.63)24.39)|.....|.....|| 3.75) 6.02 0.61)..... Lei ses 9.28 00+ 2. 
St. Louis, I, M, & So. (Arkansas Div.),.. $25} 30 | 74 076 2,469/|.... |42.80/19,10) |. . || 9.38) 4.61! 0.56\.....| 7.10)14.74)|--+2014 a 
Terre Haute & Ind. (Indianapolis Div.) | re 76 584!..... 99.00! ..... 20.30|| ..../6 7.71| 6.16) 0.82)..... | #,18/22.93)| 1 79). 
“ “(Vandalia Div.)..... 158|..../| 76.524|.... |]41.00)..... 95.80||.....|.. 605) 468) 0.79).....| 7.94,19.39 | 1-42).++ 
West Jersey......... ttreseeeeseeesenes | 128] 17|| — 30,804/1,812 [45.84 32.15115.53||..... ete 9 9012.40) O.90|. 0...) 200004 3 4.10/4.40 
ae ETERS TS " ENE ees Poems | | ! } i Nee 


t Canada Division cost given in gold; United States Division 
in currency; fuel not estimated, 
§ Three empty cars rated as two Jouded ones. 
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